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Fast Locomotive—Cylinder Capacity. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

I call your attention to an error in the Gazette of Oct. 1, 
article on ‘* Fast Locomotives.” The contents should be m 
cubic inches instead of square inches. The figures for 18x 18 
in. cylinder are not correct; an 18x 18 iv, cylinder has only 
4,581 ecubie inches instead of 5,581. It would require an 
18 in. cylinder 21.4 in. long to equal the contents of one 
17> 24 in., and a 19 19 in. would not equal 17 x 24. 

How does short stroke affect the distribution of steam in 
the cylinders ? Wm. ForsyTH. 

Fort WAYNE, Oct. 19, 1880. 


French Freight Tariffs and Government Control, 


For some time there has been going on in France a sharp 
discussion on the question of state railroad ownership. The 
government, in assisting certain lines in the West that could 
not support: themselves, felt constrained to take possession 
of them, and it being found impossible to use them advan- 
tageously by themselves, it purchased certain connecting 
and adjacent lines of ose of the six great companies, and 
thus formed a seventh or state system. But the movement 
has not stopped here; there is a considerable party in favor 
of increasing the state’s system by taking some or all of the 
lines of the six great companies, and this question is a promi- 
nent subject of discussion in Parliament, by the press and 
by pamphleteers. One of the complaints made against the 
existing system is that the government has no effective con- 
trol of the rates charged on the railroads. Ina pamphlet 
bv M. Emile Level, an engineer and partisan of the six great 
companies, this argument is met by an account of the course 
which the companies have to follow in making or changing 
rates, which account, together with the following discussion 
of the different classes of freight rates, will doubtless be 
found interesting in this country, and we therefore translate 
it below: 

(Z'runslation.) 

is there no ffective control over rates, and does the state 
exercise no authority over the companies? Are the sched- 
ules of rates made and proposed by the companies approved 
without preliminary investigation / 

The truth of the matter is this: All the propositions of the 
companies, without exception, are submitted to the Minister 
of Public Works. The Minister sends them to the prefects 
(the executive chiefs of departments) who refer them to the 
chambers of commerce, to the chief engineers of administra- 
tive inspections, and to the commercial inspectors. Then, 
when the opinions of these authorities are reported to the 
ministry, they are sent to the Consulting Railroad Commis- 
sion, a sort of supreme tribunal or court of last resort. 
On the opinion of this Comunission, finally, the eudorsement 
of the schedules is granted with or without reservation, or it 
is refused entirely. When it is granted, it is always pro- 
visionally. 

Placards posted in all the places interested bring to the 
knowledge of the public the schedules of rates that have been 
submitted for approval, and at every step in the preliminary 
investigation any one may make objection or offer his obser- 
vations. 

There is, then, no lack of guarantees. On the contrary 
they are so complet? and so multiplied that interested parties 
await with impatience tae appearance of the rates proposed 
and always complain of the slowness of the investigation to 
to which they are subjected. 

As to the propositions themselves, they contain reductions 
of rates only, or simple adjustments of rates. An advance 
in rates would stand no chance of being approved. This 
fixedness in the maximum of the rates of transportation, this 
certainty that they will never be raised, affords a valuable 
security in the case of long-time commercial transactions; 
but they have the inconvenience of rendering the companies 
prudent and even fearful, and of checking their initiative, 
for they know that in case of mistake they cannot recall an 
experiment which turns out badly or is injurious to their in- 
terests, 

This being understood, what principles do the companies 
observe in designing and putting into operation their reduced 
rates ? 

In making these rates the companies know that they will 
never please every one, but they are penetrated with this 
consideration, that the proposed rates should be injurious to 
no one, That isthe rule ; it governs the whole question. 

Let us inquire, thea, who could be injured by the tariffs 
planned by the companies to meet the necessities of the do- 
mestic and foreign commerce of Vrance. 

The differential rates, or rates according to distance, are 
established, witha maximum iimit, on bases which decrease 
with the distance. Thus, for example, the charge may be 10 
centimes (2 cents) per ton per kilometre up toa distance ot 100 
kilometres, and from 100 to 200 kilometres 8 centimes, 6 cen- 
times from 200 to 300 kilometres, and so un tc the maximum 
determined upon. The companies have been reproached for 
giving an advantage to certain industries by such reductions 
to the detriment of others. Doubtless a factory well situ- 
ated for receiving raw materials and fuel may meet the 
competition of a rival establishment which, less favorably 








situated, profits by a differential rate. But things would be 
exactly the same if, instead of the railroad, this establish- 
ment was served by acanal. Itis the eternal question of 
geographical situations disturbed by public works, which 
cause natural obstacles and the inequalities of centres of pro- 
duction to disappear. The general interest is above these 
considerations, and it would not be possible to avoid the 
inconveniences charged against differential rates, admitting 
that they really exist, without adopting a uniform rate per 
kilometre, without any diminution. 

Is that what is wanted? A uniform rate per mile would 
not satisfy commerce, which, on the contrary, demands the 
extension of the differential rates. Tariffs of this kind, 
moreover, were neither invented nor imported by the 
French companies. In all times they have been employed 
by wagoners and boatmen, and to a much greater extent. 
On the Sadédne, for example, the boats charged no more 
from Chalons to Lyons than from Chalons to Macon;* on 
the Rhone the freight rate was the same to Arles, to Tarascon 
and to Marseilles. At this day the boats, whenever they 
continue in the business of transportation over long routes, 
apply differential rates with»maximum limits. 

We must carefully préservé these long-distance rates, 
which permit grain landed at Marseilles and Havre to pene- 
trate to the very centre of France; the cloths and yarns of 
the North to compete in the South with simiiar foreign 
goods imported at the first of these two ports—rates, in a 
word, which are one of the elements of cheap living. 

Special rates are generally differential rates, but at fixed 
amoutits from station to station. They are made for coarse 
freights which could not bear the rates of the general tariff, 
and their utility is appreciated by the great manufactur- 
ers and the leading commercial interests. 

The complaint is only that they are conaitional, that is to 
say, that their application depends on a certain amount of 
freight. This condition is reasonable, however. If the com- 
panies make large concessions in the rates is it not natural 
that they should at least require that the shipments be made 
in full car-lodds ¢ Do not all carriers by lond and by water 
give reductions to the shippers who give them full loads, 
sav. them the trouble of making them up slowly and in detail 
and enable them to conduct their business economically ¢ In 
all commerce is there not a difference between wholesale 
and retail methods ¢ 

It has also been asked that the special rates, at fixed 
charges, should be applied to all stations. Such an applica- 
tion would involve needless complication. These rates were 
introduced to conciliate interests which are important, it is 
true, but which exist only between certain well-known 
points. If it were necessary to make special fixed rates 
covering all the stations, there would be an indetinite multi- 
plication of rates which would answer no real want, and 
thus, without profit to any one, a movement in the reverse 
of the simplification of rates would be wade, —__ 

‘To understand properly the range and the nature of the 
objection made to special rates, because they do pot apply 
to all stations without distinction, we must know what is 
called the clause of ‘stations not designated.” When a 
special tariff is made between any two stations, 
all the stations situated between these two points 
have the benefit of this tariff if the application of 
the general tariff gives a higher rate. Thus baled cotton 
shipped from Havre to Troyes, for example, is charged ac- 
cording to a special tariff. Rouen, situated between these 
two cities, has the right to claim the application of this 
special rate, which is ower than the general tariff charged 
between Rouen and Troyes. Suppose a request to be pre- 
ferred to make a tariff for baled cotton shipped from Rouen 
to Troyes. What good would this tariff do, seeing that there 
is no market for baled cotton at Rouen’ The markets are 
Liverpoo}, London and Havre. If one was established at 
Rouen the companies would not hesitate to make a special 
rate on sbipments from that city; why introduce now a 
tariff which would never be used ¢ 


Common tariffs are rates of different companies joined 
together and charged as if made by a single company. 
They are not critivised; on the contrary, complaint is made 
of their insufficiency, and it is desired that the principle 
should be applied to all special rates. Now the companies 
establish common tariffs when their utility has been demon- 
strated. But the elements of the tratlic vary on every rail- 
road system, and to require all the other companies to apply 
a common tariff whenever one company has recognized the 
necessity of making a special tariff would be requiring labor 
without reason and organizing complication. 

The transit rates are certainly those whose application 
has been most earnestly criticised. Transit is the transporta- 
tion of foreign goods which enter France, cross the coun- 
try without stopping in it, and arrive at the frontier at 
another point, thus passing two lines of custom-houses. 

With much reason the companies have been asked to favor 
the transit of foreign merchandise by way of France. It is 
the sole means of giving life and movement to certain com- 
mercial ports. There is a marked and very happy ten- 
dency of the public authorities to improve the condition of 
our ports, to enlarge therm and perfect their accommoda- 
tions. Unfortunately this tendency is opposed by th: fiscal 
measures adopted by tue chambers of commerce; in order 
to make the interest on the sums advanced by the state to 
advance the works, they establish tonnage and dock charges 
whose most immediate result is to keep away vessels just at 
the moment that the greatest efforts are displayed to attract 
them. At Antwerp more skillful methods are employed to 
favor maritime commerce; the tonnage and dockage 
charges are reduced, and are even abolished for vessels that 
enter a certain number of times in a year. In France we 


*Itis about twice as far to Lyons as to Macon. Trarsiiror 





see a contrary practice in our new ports; the doors are shut 
and double-locked that should be thrown wide open. 

But in spite of these unfavorable conditions the companies 
have established transit rates to secure the passage by way 
of France of goods coming from and going to fureign coun- 
tries; but they are reproached for making these tariffs with 
rates lower than those of the domestic or interior tariffs, 
and thus organizing in foreign markets competition against 
French products designed for exportation. 

This is a manifest misconception of the situation. An ex- 
ample will set it in relief. 

Suppose textile fabrics shipped fron: Manchester to Alex- 
andria by sea, or to Basel by way of Antwerp and the Bel- 
gian and Alsace-Lorraine railroads, or to Florence by way 
of Rotterdam, the German railroads and the Tyrol. By 
these different routes the charge for transportation is 100 
francs per ton, or at least we will suppose so, 

If the French companies wish to attract the Manchester 
goods to our ports and their roads, they are obliged to make 
a tariff not exceeding 100 francs; otherwise the transit rate 
would be useless, for not a pound of goods would use it. 

The Lyons, the Rouen factories complain and say: “ Our 
domestic tariff to Marseilles, for example, is higher than the 
whole transit charge; you are competing against us.” Where 
is injury done to the industry of thesa two cities, since 
before the establishment of the transit tariff the same Eng- 
lish goods caused the same competition while passing at the 
same rates over foreign routes, and since there would be no 
change in their reciprocal relations if this tariff was abol- 
ished ¢ 

In reality, the transit tariffs exercise no influence on the 
national industry. The struggle is not between the manu- 
facturers, but’ between the French and foreign companies 
operating the different routes which compete for the trans- 
portation, Suppress these tariffs and the tratflic will take 
the German route, the companies will see their receipts 
diminish and French commerce will gain nothing by it. On 
the contrary, the profits of this transit traflic, by reducing 
the general expenses per unit of traflic, favor and prepare 
for the reduction of the interior rates, and their develop- 
ment should be imsisted upon. 

If the state were owner of the railroads, it would take no 
other course. In attracting the transit traffic to its lines, it 
would have in view the support of the seaports and the 
increase of the railroad earnings. Every one would con- 
gratulate it on the efforts it should make in this direction, 
Why reproach the companies for that which would be an 
honor to the government / 

From this point of view the companies would have every 
advantage in abandoning to the state the establishment of 
transit rates. They would thus get rid of a very heavy 
responsibility, and, by reason of the double interest of the 
government in developing transit traffic and not running 
the risk of having to pay the interest of railroad securities, 
which it has guaranteed, they, consequently, could trust it 
with the care of fixing the rates of this sort of traffic. 

Against international rates the charge is made of favoring 
foreign products, but this time in the French market itself, 
by constituting veritable premiums on imports. Their 
effect thus would be to destroy, or, at least, to diminish, the 
advautages given to home production by the duties on 
imports. 

The complaint is serious, and it is important to get to the 
heart of the question and clear it of all the obscurities that 
surround it, in order to see it clearly. 

Tuese international rates are nothing but common rates 
agreed upon between French and foreign companies. They 
apply to the traflic in both directions on each side of the 
frontier. The agreements with the foreign roads are based 
upon reciprocity, and when, to the great profit of our coun- 
trymen, the French companies have been able to make our 
neighbors accept rates on domestic goods which, exported 
from France, to other countries are imports, it is not possible 
to refuse to them the same concessions on the articles which 
the other countries in their tarn export to us, 

These international rates have been established for many 
years, after Jaborious negotiations. They have secured to 
French commerce the advantages of direct relations with all 
Europe; they have enabled it, by means of fixed rates of 
transportation, leaving no chance of uncertainty, to develop 
its exports and send also to seek at the extremities of Europe 
raw materials which are not found in France, and agricul- 
tural products which may chance to be insufficient. We 
must avoid striking a blow at this system, solely to protect 
home industry against some advantages which it may give 
to importations by which, finally, all French con- 
sumers profit. The greatest interests of the country 
are bound up with the existence of these tariffs 
which are unthinkingly criticised. Our imports’ in 
1879 amounted to more than 4,000,000,000 francs ($800,- 
000,000), and of this amount articles used for food make up 
1,500,000,000 francs ($300,000,000). The bad harvest has 
doubled our purchases abroad; but, thanks to the interna- 
tional rates, the price of bread has not increased sensibly. 
Can such a result be regretted / 

If these tariffs favorable to the consumer were abolished 
what would become of our export commerce, which enjoys 
abroad reductions of rates similar to those applied to our 
own importations! In 1879, France exported products of 
all our industries to the amount of 1,500,000,000 francs 
(8300,000,000). Would there not be actual peril in com- 
promising such exportations? On both sides of the frontier 
the gates should be open, unless they are closed on both 
sides. No imports are equivalent to no exports: this is the 
true state of the case. 

To resume, if French industry profits by 
tariff for exports, it is only foreign industry that can com 
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plain of it. If this rate exists among our neighbors with re- 
gard to France, certain industries of ours, without doubt, 
have the right-to be excited about it; but the French. rail- 
roads have no power over the matter, and the government 
itself, if it worked the railroads, would not think of chang- 
ing the situation in this respect. 

It would do it so much the less, because it is often the in- 
dustries most protected by duties that complain most. 

For example, such as the steel pen manufacture of Bou- 
logne-sur-Mer, on which the Northern Railroad make rates of 
41.80 francs per ton (about 37 cents per 100 Ibs). to Paris. 
It protests against the Anglo-French rate, which is 54 francs 
from London to Paris. The French Northern’s part of the 
international rate being 27 francs, Boulogne demands the 
application of the same rate, that is, a reduction of 14.80 
francs, toshipments from that city. It gives as a reason that 
the foreign merchandise is treated more favorably than the 
domestic article on the French part of the line. But is not 
the home industry of this kind, protected by the difference 
in the amount of the rates (54 minus 41.80 francs), by a dif- 
ference of 12.20 francs, to which is added, do you know 
what ? A fabulous duty of 1,060 frances per ton, without 
counting the decimes, or 1,250 frances in all! 

Under these circumstances we ask every unprejudiced 
mind if the international rates can be seriously considered 
as en unpatriotic conception, and if the companies are 
not right in protesting energetically against the tendencies 
imputed to them, 

* * % * * % * % 

Our conclusion with regard to the complaints of commerce 
touching these complex questions of rates is then that there 
is nothing to be done? Far from it. The companies have 
modified the charges for transportation according to the 
necessities of every day ; it will be the same in the future. 
They could not hold themselves, as has been said with irony, 
but without truth, in majestic immovability. 

In exposing briefly the objections raised with regard to 
rates, we have desired especially te protest against the tend- 
ency of certain minds to search for a formula capable of 
solving all the economical problems raised in the name of 
the multiplex interests which the railroads serve. No 
formula will ever be able to take account, at once, of the 
nature of the traffic of each region, of the competition of 
the navigable waters, of the indications of supply and de- 
mand, of the relative value of merchandise, and of the re- 
lation between the eventual production of a country and the 
transportation capacity of the instruments devoted to carry- 
ing. 





Statement of the Engineer in charge of the Hudson 
River Tunnel. 


We are indebted to Engineering News for the following 
statement made by Mr. Charles R, Brush, of the firm of 
Spielman & Brush, who had immediate charge of the work 
on the Hudson River Tunnel up to the time of the accident 
there. This statement was admitted in evidence before the 
coroner's jury, but was not published in any paper except 
the News: 

The first connection our firm had with the Hudson River 
Tunnel was on the 29th of October, 1879. At that date the 
brick shaft at the foot of Fifteenth street, Jersey City, had 
been sunk nearly to its present depth, but there was no bot- 
tom to it, and the silt, sand and water were flowing in un- 
derneath the walls to a considerable extent. 

On Novy. 1, at the request of the President of the company, 
Mr. Haskin, we took charge of the work. 

The present concrete bottom in the shaft was laid under 
our direction, and when this was accomplished we had tim- 
ber bracing placed on the interior of the shaft. We also 
planned and superintended the construction of the present 
air-lock, the position of which in the shaft, however, had 
already been determined, 

While this work was in progress the President requested 
our opinion as to the effect of compressed air on silt in the 
proposed tunnel. We told him we had no experience, either 
in tunneling or the use of compressed air, and that we knew 
nothing about the effect the latter would produce on the 


silt. 

He then told us that he had large and successful experi- 
ence in mining and railroad work in the West, and that he 
had given the whole subject a great deal of personal study, 
and was prepared to assume the whole responsibility in the 
matter; he proposed to obtain men who had practical expe- 
rience in tunneling and in the use of compressed air, and the 
work would be prosecuted under his and their direction, at 
least until the value of the compressed air principle was es- 
tablished, and a certain portion of the tunuel was built. 

In the meantime, he wished us to meet him on the work 
each morning, give him our opinion on such questions as he 
might submit to us, prepare such drawings ashe desired to 
have made, make all necessary surveys, give lines and grades 
examine the workin progress, and report the results of our 
examination to him, 

This work we agreed to perform, and did so up to the time 
of our resignation, As a matter of convenience in our firm 
business, I did the work that was required of us on this particu- 
lar job, supposing that only a temporary arrangement would 
be necessary while the practical value of the compressed-air 
principle was being tested. 

After this was ascertained, we expected that the work 
would be thoroughly systematized and permanent arrange- 
ments made with ourselves and other engineers. Our ar- 
rangement with the President was practically by the hour. 
We were only expected to do certain things, specially au- 
thorized by him, as above stated, and on several occasions | 
have received intimations that it was unnecessary to give so 
much of my time to the work. 

Tbe plans were generally made in accordance with the 
work accomplished rather than in anticipation of the work 
to be done. A general plan was sometimes prepared, but we 
were especially requested not to make any detailed plans or 
calculations, unless definitely ordered, as the President con- 
sidered that these only tended to confuse the workmen. 

While we had no control over either the plan or the pro- 
secution of the work, we nevertheless took occasion to make 
the following criticisms and suggestions: 

1. We urged that difficulties should be anticipated and 
caréfully prepared for in advance.” * 

2. We recommended that only one single-track tunnel 
should be attempted. 

8. Before any portion of the tunnel was commenced, we 
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recommended that poling timbers should be driven into the 


work was in progress. | 
4. When the temporary entrance was found necessary, we | 


character. 


be continued ba to within six feet of the shaft, and then 


bulk-headed. 


recommended that it only be carried to within six feet of the | 
shaft, and then bulk-headed. 

7. During the whole progress of the work, but especially | 
while the connection-chamber was building, we were very 
urgent in advising that the brick-work should be built close 
up to the iron plates. 

These suggestions were all overruled. 

The action of the silt through which the work was being 
yrosecuted was slow, and with care there seemed to be but 
ittle danger of loss of life. While the character of the 
work alone was not commendable, the mere fact of its 
accomplishment demonstrated that, with proper manage- 
ment and suitable precautions, the construction of the tunnel 
was perfectly feasible. 

PRELIMINARY WORK. 

On Nov. 8, 1879, the working-shaft at the foot of Fifteenth 
street, Jersey City, was in position, the bottom of the shoe 
being 56 ft. below mean high-water, and the eastern inner 
face of the shaft 83 ft. west of the Hudson River bulk-head 
line. 

The work of laying the concrete bottom was then 1mme- 
diately commenced and finished Nov. 17. Before laying this 
bottom we called attention to the fact that the thickness 
proposed (18 in.) would be inadequate to maintain a water- 
tight floor. 

After some discussion, consent was given to lay the floor 


recommended that it should be of a strong and substantial | worst leak I 
| on Feb. 27 about noon. 

5. After the two tunnels were started, and it was decided receiver sank from 18 lbs. per square inck down to 12 lbs., 
to rebuild the temporary entrance, we recommended that, | and the number of revolutions of the Clayton compressor ran 
instead of the connection chamber, the two tunnels should | up from 18 to 120 in about 15 minutes. 


| ner as the rest had been. 
6. When the connection-chamber was decided upon, we | through the ground in two places, one close to the shaft, and 





more or less. 

Between Nov. 7 and Dec. 28 the time was occupied in 
bracing up the interior of the shaft, building the air-lock and 
getting the same in position. The bracing already in the 
shaft was not in good condition. Many of the timbers were 
badly sprung and had poor bearings. Most of these were 
removed, and two hexagonal collar braces, 12x 12 in. were 
jlaced in position, below the present platform under the air- 
con. about 7 ft. apart in the clear, These were stiffened by 
an interior system of star bracing, which also supported the 
stays against the sides of the wall. Another similar collar 
brace was afterwards built by Mr. Haskin above the present 
air-lock. 

It was intended, when the work commenced on Dec. 28, 
to start one large double-track tunnel directly from the shaft. 
The excavation was, therefore, made around that portion of 
the wall of the shaft where the tunnel was expected to join 
it. This wall was in bad condition, especialiy the false 
brick work, which had been left in the side of the shaft 
while the latter was building, and which was to be removed 
to make way forthe tunnel. It had been laid upin com- 
mon mortar, and, though it was pretty well braced, it was so 
full of cracks and breaks that I always advised no tunnel 
work should be done near it, and noair pressure should be 
brought to bear against it. 

Dec. 28, 1879, tne first excavation was made under com- 
pressed air, The air pressure above was at that time relied 
upon to uphold the roof, but this proving inadequate, tim- 
bering was resorted to, On Jan. 2, 1880, the excavation 
amounted to 15 ft. around the sides of the shaft, 6 ft. m 
height and 4 ft. in width. No effort had been made during 
this time to protect the silt from the effect of the air; the re- 
sult was that the silt gradually crumbled, and, on the morn- 
ing of Jan. 3, the whole roof had slowly fallen. 

THE TEMPORARY ENTRANCE. 

After the failure of Jan, 3, I was asked by Mr. Haskin for 
advice as to the proper mode of procedure. | told him that 
I thought by starting off with a small brick tunnel, say 6 ft. 
in diameter in the clear, and gradually enlarging, he would 
soon ascertain whether his air pressure would work or not, 
and to what extent he could carry his heading. 

As a protection to the workmen, I also recommended that, 
as the excavation was made,it should be immediately se- 
cured by rings composed of plates of boiler iron. I had plans 
prepared, and made calculations showing how this funnel- 
shape tunnel could be constructed. 

This genera! plan was adopted, but with very material 
modifications. The chamber was made 30 ft. in length, in- 
stead of 56 ft. as IT had proposed, and the successive rings 
were connected only at the top, while [ bad advised that 
they should be connected at all points. 

The entrance advised by me was a cone, while the one 
actually built was a series of steps. The understanding was 
that these steps should be bricked in as the rings were com- 
pleted. 

While the plates for those rings were being prepared, an 
excavation 20 13 ft. in depth was made over the cave, 
extending from the shaft toward the river. In the bottom 
of this excavation canvas was spread and held in position by 
heavy timbers, on the top of which the excavated material 
was replaced. 

Jan. 13, the air pressure was again applied, and on Jan. 
16 the first ring of iron plates in the temporary entrance, 6 
ft. 4 in. in diameter and 4 ft. in length, were in position. On 
the next day, the second ring, the same size as the first, was 
also finished. A series of rings were then built, each 2 


with an average thickness of 2 ft 9in., which wasdone. It | #00V® | oe gididieem tee oleae ‘Ata tole 
has since stood very fairly, although it has always leaked | SUCcess In getting the rings truly shaped. 





ft. 6 in. wide and % in, thick, the diameter of the rings 


ft. was obtained. On Feb. 8 the eleven rings composing the 
temporary entrance to the tunnel were in position. 

These were then lined toa limited extent with concrete 
instead of brick, as was at first proposed. Nolines or grades | 
were allowed to be given until the work was nearly finished, 
and consequently the aligument was not good. 

The bottom plates in rings Nos. 1, 10 and 11 were never 
placed in position. 

This temporary entrance always gave more or less trouble. | 
A number of leaks broke out from time to time, but they | 
were easily controlled by the application of fresh silt. 








THE NORTH TUNNEL. 


dangerous as that subsequently done in the commencement | 
of the south tunnel, ‘The work was begun by burrowing into 
the silt and putting up a plate, which was supported by bolts 





When the iron ring was thus formed, it was bricked in and | 
the top plates advanced. 


work was continued more or less stendily until Juve 23, at | 
which time the top plates had been placed in position in the 


270 ft. from the shaft. 





at : : | tunnels while the connection chamber was building. 
Feb. 9 the first plate was in position in this tunnel, and | vised that this should not be attempted, and the idea was 





About three feet of the rear of this bulkhead was cut off, and 


silt and left imbedded in the masonry of the shaft, so as to | yet but little air escaped, and this portion «f the work was 
protect the sides and top of the excavation while the brick | successfully accomplished. 


During the work a good many leaks, occurred, but they 
were all easily controlled by the application of fresh silt. The 
know of up to the time of the accident occurred 
At this time the air pressure in the 


In about an hour this leak was controlled in the same man- 
During the leak the air blew up 


one outside the building, 30 ft. from the shaft. The latter 
was very bad, the opening in the ground being about 9 in. 
in diameter, and the water and sand blowing up some five or 
six feet into the air. 

The alignment of this tunnel is not good, and the shape is 
irregular. The lines and grades were all carefully given, 
but they were not worked up to. The end of the north 
tunnel is six feet below grade, and intermediate points are 
two feet out of line. There were several reasons for tis 
difficulty. 

ist. The attempt to form elliptical rings out of plates bent 
circular in shape. 

2d. The self-reliance of the Superintendent in getting at 
the shape of his work, instead of sufficiently using lines and 
taking measures in accordance with the data given him. 

3d. The use of too light iron plates. 

4th. Too great advance of the plates beyond the brick- 
work, 

Toward the latter part of May the plates were advanced 
at the top as much as 55 ft. beyond the brick-work. The 
result was that the rings became distorted, and almost 
imperceptibly the plates began to settle. From this time on 
the Superintendent was never able to get contiol of his 
work. Even if the plates were put upon the true grade they 
would settle before the ring was completed. An attempt 
was made to overcome the difficulty by raising the plates 
above the grade, but the movement of the silt prevented 


The trouble was, no doubt, increased by the fact that on 
May 23 the work on this tunnel was left toacertain extent 
unprotected, in order to start the south tunnel. The move- 
ment of the silt kept gradually increasing in rapidity from 
this time, and the suecessive plates settled until for the last 
three or four rings the grade was actually 10 ft. in LOO ft. 

The four advance rings, 96 to 99, it was found impossible 
to connect. It was then decided to brick in the rings to 95 
and let the silt settle down over these four advance rings 
without making any attempt to hold them in position. 

The settlement was very gradual; the plates were slowly 
twisted and broken, but it was about two weeks before they 
had become separated from each other. The tunnel was 
then filled in to within three feet of the ruof, and flooded 


| with water by a hose, in order that the silt replaced might 


become compacted. 

After the rings had been bricked in, levels were carefully 
taken from time to time on the crown of the arch, These 
levels showed that no perceptible settlement was taking place 
in the brick-work. Inthe early part of June, some slight 
longitudinal cracks appeared in the roof, which extended 
along the whole line of the north tunnel, about two feet north 
of the centre line. In two places, distant respectively 155 
and 200 ft. from the shaft, transverse cracks also appeared. 

These cracks were generally in the ce:ent$joints; they 
seldom extended across the bricks. 1 carefully examined 
these cracks at the time they first appeared, and each time 
after that when I entered the tunnel. I never found any 
large enough to receive the blade of an ordinary pocket- 
knife. These cracks were filled in and have given no trouble 
since that time. The air, however, seemed to escape through 
the brick-work much more freely at the last than at first. 
It seemed to go through the pores of tae brick. Ordinary 
red-lead paint was first resorted to, but without much suc- 
cess. A wash of pure cement was then put on in several 
layers and this was much more effective. 

\ cave in the silt at the heading of the tunnel was reported 
in some of the New York papers as having taken place June 
4, 1880. I was at the tunnel that day, but had heard noth- 
ing of it. The next day I instituted careful inquiries and 
made a thorough examination of the ground. I found noth- 
ing whatever to indicate that any cave had taken place. On 
the contrary, the silt, when first exposed to air pressure, has 
always exhibited a wonderfully tenacious character. Within 
reasonable limits and with proper precautions it was the 
most easily handled of any material I have ever seen. 


THE SOUTH TUNNEL, 


May 23, 1880, work was commenced on the south tunnel, 
and, on July 8, the iron plates were connected in the first 
seven rings, and all were bricked in except the crown of the 
first ring. In the eighth and ninth rings only the six top 
plates had been placed in position. 

This tunnel was built without any reference of the matter to 
Mr. Spielmann or myself. [had arranged so that I could be 
away for a week in the latter part of May and Mr. Spiel- 
mann took my place during my absence. I saw both Mr. 
Haskin and Mr. Andersen the day | left and on the same day, 
May 22, examined the tunnel and made sketches showing 
its condition. No intimation was made to me that the start- 
ing of this tunnel was contemplated during my absence, and 
upon Mr. Spielmann remonstrating, he was informed that it 
was all right, the Superintendent would attend to the matter. 
On my return, May 31, I found that the first four rings had 
been built, but that the brick-work had been finished only 
in the second and third rings. The method of operations 
had been similar to that pursued in the commencement of 
the work at the north tunnel ; but it was carried to a much 


increasing about 18 in. successively, until a diameter of 20 | greater extent. A centre core of silt had been left, and the men 


had burrowed around this until the plates in the rings under 
construction were completed; the plates as the work advanced 
being braced against this core of silt. Masons were then 
sent in and two of the rings were bricked up. The space be- 
tween the brickwork and the silt was then refilled and the 
whole allowed time to settle. About June 9 work was again 
commenced, and the tunnel was advanced to the seventh 
ring. 

Much trouble was experienced in consequence of air escap- 
ing from the rear bulk-head of this south tunnel, and in the 
adjoining portion of the temporary entrance. recom- 


|mended that this end of the tunnel be bulk-headed with a 


heavy brick wall, for the reason that this would be a wise 


The starting of this work was very difficult, though not as | precaution, while the temporary entrance was rebuilding, 


and also because this bulk-head could be used for bracing the 
other bulk-heads that would be required in the south tunnel 
and in the connection chamber. This was considered un- 


on to the plate behind and braces against the undisturbed silt. | necessary, however, and the wall was not built. 


The President desired to proceed with the work on both 
I ad- 


abandoned as far as the north tunnel was concerned. As to 
the south tunnel, the Superintendent did advance the excava- 


99th ring, a distance of 281.5 ft. from the east.face of the | tion, and put in the six top plates in rings 8 and 9, but as the 
shaft, and the brick lining had been laid to the 95th ring, or | advance plates of ring 9 struck the old wooden-crib bulk- 


head, about three feet above the bottom, he refused to go 


At the 9th ring the old crib bulk-head along the river front | any further until the connection chamber was finished. The 
was struck and a portion of its bottom had to be removed. ! bulk-head left at the end of the seventh ring was a wall of 
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4x6 in. timber, laid against the silt horizontally and close 
together, and resting against the ends of the brick-work, 
then a series of vertical timbers of the same size, three or 
four feet apart, and back of these another row of horizontal 
timbers, of the same size and distunce apart as the second 
row. 

These last were braced by a number of struts, resting in 
openings left in the brick wall. 


THE CONNECTION CHAMBER. 


June 28 work was commenced on the connection chamber, 
and July 8 the first four rings were finished. The brick- 
work in these rings was then immediately commenced, but 
it was stopped on July 10, at which time only a small por- 
tion of the inverts had been laid. The roof of the connection 
chamber was carried forward about 36 ft. in width, until 
the wall of the shaft was reached, a distance of 22 ft. beyond 
the ends of the completed rings. The first connection of the 
| Mg the shaft was made July 7, and on July 21 the 
roof fell. 

The plan in building this chamber has been one which I 
have opposed, as hereiu above stated. I made models before 
the work commenced, showing the grounds of my objections. 
When the work began it was intended to advance by easy 
stages, bricking up the rings as they were completed, until a 
point was reached distant 6 ft. from the shaft and then to 
put in a bulkhead wall. The success attained in building the 
first four rings induced the Superintendent to believe that 
it would be better to get in all the iron-work in the chamber 
before bricking in the finished rings. This ides was modified 
so far as to build the brick inverts of the finished rings about 
4 ft. in height, but that was all. The roof-plates were then 
successfully advanced. 

When the point was reached at which the bulk head wall 
was to be built, it was decided to continue the roof to the 
shaft. 

At the request of the President, I then got out the plates 

necessary to cover this six-feet space, leaving sufficient mar- 
gin for the row of plates nearest the shaft to be embedded in 
a brick wall to a depth of at least 10 in., or as much less 
a; might be found desirable by simply moving the plates 
nxt to the shaft one side along the angle-iron of the last 
ring. 
‘The last time I was in the tunnel was on July 20, between 
124g and2 p.m. I was making a survey in the north tun- 
nel. I found everything as usual; there was no apparent 
settlement of the roof, and about 30 lineal feet of connection 
had been made around the wall of the shaft. 

A large vacant spice had been left in and near the south 
tunnel, into which the men were throwing the silt that had 
to be ex:.vited from the chamber. 

After I had left, I have been informed, instead of continu- 
ing to throw back the waste silt into this space the south 
tunnel was used sim»ly asa reservuir, and the silt was blown 
out by air pressure from tbe tunnel with great rapidity on 
Tuesday a*ternoon and evening. This no doubt loosened the 
reof-plates. 

In the meantime the men were engaged adding new plates 
to the roof near the shaft. These plates Lad to be fitted in 
between those already in position. There appears to have 
been some difficulty about this, and sledging was freely re- 
sorted to. This, of course, loosened the roof plates still more 
aal disiurbel 522 silt abov» On plits, PS, which had 
given special trouble, was partly in position when the shift 
took place at 4:30 a. m. on July 21. The men left this plate 
and went to the air-lock. ‘Their foreman, Burns, however, 
remained behin |, notwithstanding the fact that the men kept 
calling for him, The leak apparently broke out at this 
plate; it extended back to, and ran all around the shaft. 
‘The men in the air-lock then cane out and tried to stop the 
leak. Finding this impossible, six of those who had been in 
tue lock and two of those who had been out to lunch and re- 
turned managed to get back into the lock, and these were 
all who escaped. 


The Wabash Settlements. 


The New York World publishes the following report of an 
interview with Mr. A. L. Hopkins, first Vice-President of the 
Wabash, St. Louis & Pacific Railroad : 

“Two grave matters have been settled—first, the construc- 
tion of new roads into competing territory,and secondly,a 
basis of poolirg which affects all tbe southwestern interests 
was arranged in twodays, whereas it has taken several years 
even to come to a tacit understanding, which was broken at 
the will of any road that felt aggrieved. You see, Wabash 
was not a member of the poo!, and we declined to make any 
concessions, because we could not obtain depot facilities in 
Chicago. Wabash reduced the price of tickets an aver- 
age of $1, and the other roads reduced their prices 
still further. It was on account of this cut that 
Wabash filled the market with a large quantity of 
ordinary tickets, which were bought up by specu- 
lators to resell. The fare to Kansas City from Chicago was 
put down to 50 cents by the other roads, and Wabash was 
obliged to cffer the additional inducement of taking pas- 
een sers to Council Bluffs and Omaha for the same money. 
‘ue passenger business was pretty nearly ruined in this 
way, and the competing roads asked Wabash to take 
up all the tickets it had issued. We refused, since 
we had a precedent from Chicago & Alton, which 
about a year ago did the same thing. Thousands of tickets 
between Kansas City and St. Louis were then sold at 
ridiculously low rates. These tickets were bought by 
bankers and brokers, and, as the law has decided that a rail- 
road ticket is good until it is used, they are sold at reduced 
rates to this day at the brokers’ offices. It was easily seen 
that the Wabash had the upper hand and that the only 
solution to the differences was to pool the whole busines: in 
and out of Chicago.” 

‘What was the agreement that was ultimately reached ?” 

“The other roads conceded to Wabash one-fourth of the 
passenger business between Kansas City and Chicago and 
one-third of the earnings from St. Louis to Chicago. The 
St. Louis business is divided between the Chicago Alton, 
the Chicago, Burlington & Quincy and the Wabash, and at 
Chicago there are tour roads to divide the business—the 
Chicago, Burlington & Quincy, tue Wabash, the Chicago & 
Alton and the Rock Island.” 

‘* How was the freight business adjusted ?” 

_““ The Wabash was admitted into the Southwestern Asso- 
ciation from Oct. 1. We agreed to report our business as the 
other roads do, and proposed to accept any division of busi- 
ness which might be decided at an arbitration meeting to 
take place before Nov, 15, and I have written to cur General 
Manager, John C. Gault, to confer with the other managers 
and arrange the details for the appointment of arbitrators. 
One of the most important subjects that was also settled the 
same day was the defining of the status of the roads now under 


construction. The Chicago, Burlington & Quincy agreed not 
to eucroach into the Nebraska (4) Territory, provided that the 


Missouri, Iowa & Nebraska is not extended further than 
Shenandoah. The gap through Clarinda to Shenandoah is 
to be used jointly by tue Chicago, Burlington & Quincy and 
the Wabash. We shall construct an independent extension 
of the Quincy, Missouri & Pacitic to Stanberry. Another 
small branch will also be built to Clayton and one from 





Champaign to Danville. This will make a perfect system 
west of Chicago.” 

‘* Have you anything in contemplation east of Chicago ?” 

‘* We shall turn our attention to that territory in earnest 
during the next few months. Lake Shore has finally re- 
fused to permit Wabash to cross its tracks and, although we 
had a satisfacvory arrangement with the managers of the 
road, Mr. Vanderbilt has since declined to make any conces- 
sions. Our Western system has secured for Wabash an in- 
dependent line from Omaha and Couucil Bluffs to Chicago 
as good as the Rock Island line. ‘The leases and 
roads which the Wabash controls give it aconnection from 

nsas to Chicago as short as any other line. The line be- 
tween St. Louis and Chicago is completed, and it is as short 
a line as there is. On Jan. 1, 1881, we shall have trainsrun- 
ning to Detroit from Butler, Ind. Mr. Vanderbilt, having 
declined on behalf of the Lake Shore, to accept the Wabash 
business at Chicago (and we could have turned over a large 
amount of freight at that distributing point), we have al- 
ready closed a lease which gives us control of the Chicago & 
Western Indiana Railroad. This road runs from Chicago to 
Dolton, and at the latter point it is possible to 
build an air-line of 150 miles over a flat country at 
a small cost, which will connect with the Wabash 
line about to be completed to Detroit at a point to the north 
of Toledo. In fact, it iscontemplated to parallel the Lake 
Shore in every direction that may be deemed desirable, Mr. 
Vanderbilt having refused the Wabash business at Chicago 
onany terms. Wabash will then have a line from Chicago 
to Detroit, 25 miles shorter than any other route. At De- 
troit we have a contract with the Great Western of Canada, 
which is better than a lease or even ownership of the road, 
by which we will be able to run our cars to Buffalo, where 
Wabash will have a separate depot and will conduct 
its business as if it owned an independent. road of 
its own. Our stockholders are very patient, for of 
course we have had to spend a vast amount of monéyfor all 
these valuable acquisitions. The road earned $483,166 for 
the second week of October. In short, we are earning over 
$22,000,000 per annum, which isa wonderful comparison to 
the Milwaukee & St. Paul road, about which so much talk 
has been made and which has 1,200 miles more road. Of 
course our rates of freight are much lower 
than the rates made by the St. Paul road and 
we have to carry a larger tonnage to t so 
much gross money on 2,210 miles of road. Our bonded 
debt bas been so judiciously systematized that in capital- 
izing the various leases the entire mortgage does not aver- 
age $23,000 per mile at a fixed interest cost of 6 per cent. 
per annum. Now that all our differences are compromised, 
we shall be able to go ahead and make valuable connections 
in the east to prepare for ths completion next year of the 
uew trunk road—the New York, Lackawanna & Western— 
with its terminus at Buffalo, The great strength of the pres- 
ent southwestern pool consists in the provision that at the 
end of every six months each road binds itself to 
abide by any new percentages of business which 
miy be established by the arbitrators. The Wabash 
will gain by this arrangement, since it will certainly be 
able to influence more freight in proportion than any other 
road, and will consequently be entitled to a larger share of 
the profit than will possibly be accorded it at first. It is 
probable that the Hannibal & St. Joseph, which has pooled 
ts issues with the Chicazo, Burlington & Quincey, will find 
that it would have been better to keep on the Wabash side 
of the coutroverss, since the Chicago, Burlington & Quincy 
wil] not only speak vor itself in any future arrangement, but 
will force the Hannibal & St. Joseph to comply with these 
terms.” 


Running Powers Over Foreign Lines in Great 
Britain. 





The London Railway News has an article on the extent to 
which railroads in that country have obtained the right to 
run their trains over the roads or parts of the roads of other 
companies, from which we take the following : 

The Railway and Canal Traflic Act, 17 and 18 Vic., pro- 
vides that every railway coiwwpany working railways which 
form part of a continuous line of railway, or which have the 
terminus or station of the one near the terminus or station 
of the other, shall afford all due and reasonable facilities for 
receiving and forwarding all the traffic arriving from one of 
such railways by the other, without any unreasonable delay, 
and without any preference, prejudice, or otherwise, and so 
that no obstruction may be offered to the public desirous of 
using such tailwaysas a continuous line of communication. 
The requirements of th'sact have been fully met by a most 
complete and comprehensive system of through booking and 
rates, in many cases, without change of carriage for passen- 
gers, and without transhipment or break of bulk in the case 
of merchandise, the different companies forming the route 
supplying simply motive power to the stock in which the 
traffic is being conveyed forward, Traffic arrangements are 
also entered into between companies for their mutual con- 
venience by which the engines and staff of one company pass 
over, or to and from places upoa the line of another com- 
pany on the payment of a haulage allowance, or otherwise, 
as agreed upon. ‘These are called working agreements, and 
are not necessarily confirmed by act of Parliament. 

Special statutory sanction alone can obtain for a company 
what is known as running powers, or the right to work over 
and use with their engines, carriages, wagons and servants, 
the lines, stations, watering-places and sidings of another 
company, and then only upon payment of special tolls, 
which may, according to circumstances, be higher or lower 
than the authorized tolls exact-d from the public for the 
local user of the portion of line so worked over. For the 
most part the companies seeking these powers have been 
unopposed, as they generaliy act beneficially, or yield some 
advantage in working to the company whose line is bein 
used. Great opposition has, however, been offered to severa 
of ths most important running powers that have been 
obtained, and the legislature had to compel the companies, 
in the public interest, to give up the use of their roads to 
other companies, generally rivels. Other running powers 
have been obtained for politic reasons and never exercised; 
as, for instance, those of the London & Northwestern over 
about two hundred miles of the Caledonian system, and the 
Caledonian similarly over one hundred miles of the London 
& Northwestern. The mileage return in the published 
accounts of the companies shows in every case the number 
of miles of foreign lines rua over under working agreements 
or running powers, and it would appear that the total 
mileage thus in joint use is certainly not less than two 
thousand miles. While the advantage to the public of this 
joint user is very great, the saving to railway shareholders 
in the conscruction of duplicate lines, which but for these 
compulsory powers would have had to be built, must be very 
considerable. ; 

(The Ruilway News then gives a list of the different sections 
of road over which companies not owning them have running 
powers. These are 94 in number, varying from 1 t» 310 
mniles in length. The London & Nort western alone has 
running powers over no less than 25 different sections of 
other roads, three oc which are 180 miles long or more.] 


A considerable part of the foregoing powers, it will be no- injure 





ticed, are not exercised—the Caledonian between Carlisle 
Lancaster and Windermere, etc., the Lancashire & York- 
shire between Skipton and Leeds, the London & Northwest- 
ern over the Caledonian, Cambrian and Tilbury lines, and 
parts of the North St»ffordshire, the Sheffield between Leeds 
and Skipton. The Midland also have power to run over and 
use about five hundred miles of other companies’ lines, but 
they exercise these powers upon, apparently, a>out 250 
miles only. 

Including the running powers over lines in the metropolis 
and suburbs previously analysed, and the smaller powers 
not enumerated above, the following shows the total mileage 
on foreign lines over which each of the principal companies 
may work for the purpose of collecting and distributing traf 
fic as if integral parts of their own systems : 





Miles. | Miles, 
Caledonian......... eek 76 | London & Southwestern.... 63 
Glasgow & Southwestern... 14 | Man., Sheff. & Lincoln... .. 118 
Great Northern............. 80 | Midland.... .......... ...: 23 
Great Western ............. 122 | North British. . opée-eees BaD 
Lancashire & Yorkshire.... 20 Northeastern............... 146 
London, Brighton & South North LOndan..........00006 98 
TEasiets” cpaeiee. 4 enna ns 22 North Staffordshire......... 121 
London & Northwestern. . 5 


58 | Southeastern............ ... 20 








Criminal Trial of French Railroad Employes for Neg: 
ligence. 





On the 3d of February last there was an accident at the 
station of Chichy-Levallois on the Western Railroad of 
France, which became the subject of judicial examination. 
After long investigation and inquiry by experts, three em- 

loyés who seemed responsible for the collision were brought 

fore the criminal court, where their trial was held last 


July. 

The accused were: 

1. The conductor, Giffard, who was at the head of the 
train struck, and who should, according to the complaint, 
have enjoined on his colleague at the rear of the train to get 
down and put torpedoes on the track. 

2.and 3. The switchmen, Hubert and Dupont, charged, 
the one with not having watched the service, and the other 
with not having posted one of his men near the signal, in 
order to call out to the engineman of the second train to stop 
as quick as possible. 

ese three employés had excellent records, 

M. Duverdy, their advocate, dwelt on the important point 
that the two men principally responsible paid for their im- 
prudence with their lives, to wit, the conductor, Morel, who 
should have got off to put torpedoes behind the train that 
was struck, and the enginemaun Diendonne, who struck the 
train because he had run at an excessive rate of speed. 

The prisoner Giffard, on the contrary, said Mr. Duverdy, 
ought not to have left his post, in accordance with the ex- 
press terms of the regulations; he must have been possessed 
of genius to foresee that a train would arrive from the rear; 
as to the two switchmen, one nad quitt -d work when the ac- 
cident took place, the second took ail wished for precautions, 
and the fog alone prevented him from informing the engine- 
man of the second trainin time. Mr. Duverdy therefore 
claimed the acquittal, pure and simple, of his three clients, 

The court, in a decision giving the grounds of its action, 
acquitted the prisoner Giffard, aud condemned the two 
switchmean to imprisonment for four months and $10 fine, 
the Western Railroad Company remaining civilly respousi- 
ble. 

Commenting on this trial the Revue Jadustrielle says: 

‘We understand very well that after a citastrophe in 
which 16 persons were killed on the spot or died of their 
wounds, and in which 94 persons were m re Or less seriously 
wounded, there is reasov to punish the guilty severely, But 
it isa narrow way of treating the question and pushing a 
little too far confidence in the administrative prescriptions 
to declare, as this decision does, that railroad operation is 
governed by a body of rules so planned as, when strictly 
executed, to prevent accidents altogether. At that rate the 
engineers of the railroad companies would have nothing 
more to do than fold their arms. 

‘* No one can contest the utility of the regulations, but, in 
spite of their exce'lence, they cannot supply the exigencies 
of a service that grows more and more complicated. If the 
administrative prescriptions are of a nature to prevent all 
accidents, why do the companies take such interest in the 
improvements introduced in railroad operation ¢ Why, for 
exaunple, is the Northern wo we applying Lartigue’s 
automatic electric whistles and electro-semaphores, the 
Saxby & Farmer signal posts, and the vacuum brak- ?¢ 
Why is the Western applying the Westinghouse brake / Is 
there not plain evidence of the insufficiency of the regula- 
tions and the necessity of supplementing them by perfecting 
the operating apparatus and the contrivances for controlling 
the running of trams? ; t 

‘It seems to us that the experts should, while holding the 
switchmen responsible for their part, have been able to show 
us that the companies are careful of the safety of the passen- 
gers and ready for any sacrifice in order to avoid the repeti- 
tion of catastrophes against which the most perfect reguta- 
tions are powerless. ‘The public would have learned with 
pleasure that its existence was no longer at the mercy of a 
switchman or a conductor, and that the solicitude of the rail- 
road managers was not confined to the compilation of regu- 
lations whose ineffizacy we too often have ovcasion to show,’ 


The Horrible Effects of the Elevated Railroads 
on the Horse Railroads. 





The Elevated Railroad Journal, a paper published in 
the interest of the employés of the elevated railroads, sev- 
eral weeks ago published the following selections from the 
testimony given in suits to enjoin the construction and ope- 
ration of the elevated roads, given by men who pre- 
tended to foresee what would happen. As there is not the 
slightest difficulty in getting the fiery untamed steeds of the 
street railroad companies to draw the cars under the ele- 
vated trains as quietly as anywhere else, it will be seen that 
these gentlemen were mistaken in their prophecy: 

The subjoined extracts from the official record of the Su- 

reme Court, General Term, ‘‘ case on appeal,” Sixth Avenue 

orse Railroad vs. The Gilbert Elevated Railway moyen A 
will probably be as interesting (at this time) to the gentle- 
men who made oath to the statements as it will be to the 
general public: 

BEFORE JUDGE SEDWICK. 
Theron R. Butler, President of Sixth Avenue Road, swore: 
(In the Complaint.) 

p. 21. “That the running of trains of cars upon the said 
contemplated elevated railroad would ruin the plaintiffs’ 
railroad and render its operation impracticable.” 

p. 22. That a train of cars upon the said contemplated 
elevated railroad would so terrify the plaintiffs’ horses as to 
render them unmanageable and cause them to run away, to 
themselves and smash the cars, and that such acci- 
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dents would deter people from riding in the plaintiffs’ cars, 
from an apprehension of personal injury,” etc. 
(On Examination.) 


), 271. “That more than half of our horses would be 
frightened and sway off trom the track whenever a steam 
engine passed them, and become fractious and unmanage- 
abie.” 

p. 272. “*The horses would run against the posts ; * 
would frequently straddle, one horse one side and one the 
other; * * and the car could not be stopped in season to 
prevent its crushing and breaking their legs,” 

p. 272. “If the horses were frightened and swayed off 
from the track, they would take the car with them.” 

p. 278. * A timid woman would be afraid to ride under 
such a construction as that*—to ride the whole length of it.” 

p. 276. ‘ibe borses will be so frightened that they will 
not be able to do their work properly.” 

p. 200. © Timid people would be atraid to ride under that 
structure with a train of cars and locomotive on it.” 

p. 204. ** Women would Le afiaid, especially if they had 
children with them.” 

George Law, President of the Eighth and Ninth avenue 
horse-car roads, swore ; 

p. 298. ‘You can’t operate the Sixth avenue road with 
horses under the Gilbert Elevated Railroad structure.” 

p. 298. * As to running a. [horse-car] road successfully, 
you couldn’t do it.” 

p. 209. “I mean that you could not run horses under a 
structure like that. The effect would be to prevent your 
running horses under it.” 

p. 814. ‘A road cannot be practically operated under that 
[Gilbert] road.” 

Rudolph Ledbetter, Superintendent of the Broadway and 
Seventh avenue horse cars, swore: 

p. 829. “The operation of a steam road above the horsé- 
railroad track would shop pomenaer from riding below.” 

Jacob Sharpe, Joseph B, Bidgood, G. Shepard, Isanc Tahl- 
man, Jobn G, Palmer, and lorty-leve other disinterested 
citizens, swore: 

p. 846. ‘That the operation of the Sixth avenue elevated 
road would prevent the practical running of the Sixth 
avenue street cars by horses.” 

Would Theron R. Butler, George Law, Rudolph Ledbet- 
ter, Jacob Sharpe and the forty-eight unbiased citizens be 
surprised to learn that the Sixth avenue street railroad is 
running in excellent order at this writing (September, 1880), 
thiee years after their lugubrious predictions ¢ 

As all the preceding quotations were made by the respec- 
tive parties in a court of justice, under the limitations of 
their solemn oaths, we must assume their ignorance of the 
fact just stated, 

We therefore take the liberty of adding that the stock of 
the Sixth avenue horse cars sold in the Real Estate Ex- 
change, at public auction, on May 6, 1878 (one month before 
the op ning of the Gilbert Elevated Railway), at 69. 

Yhe same stock carmot be bought to-day (two years and 
three months after the opening of the Gilbert Elevated Rail- 
way) for less than one hundred and sixty. 

Gentlemen of the horse-car fraternity, this eventful de- 
fiance of, or contempt for, your collective affidavits has no 
doubt distressed you exceedingly, aud we would condole 
with you in all sincerity were it not that we have a laten 
suspicionjthat the three first and the forty-nine (disinteresved) 
last sworn participated in the pro ruta differeace of horse- 
car stock at sixty-nine and the same at one hundred and 
sixty. 





THE SCRAP HEAP, 
Investigation of the Littleton Accident. 

The Massachusetts Railroad Commissioners have investi- 
gated the accident on the Fitchburg Railroad at Littleton on 
Oct, 7, by which two persons were killed and a numer of 
others injured, Atter detailing the circumstances of the ac- 
cident the C.mmissioners say: ‘After the disaster occurred 
the train bands did the little that could be done promptly 
and intelligently, and they and the railroad officials who 
hastened to the spot acted witn energy and humanity in car- 
ing for the injured. It is rarely that a railroad casualty 
leaves so little trace of its cause ; and it is not easy to de- 
cide what was cause and what was consequence of the acci- 
dent. But some points are clearly estabiished: That the 
switeh was closed and locked ; that the destruction of the 
trog was the consequence and not the cause of the accident ; 
that the cars were thrown inside the curved rails, and there- 
fore could not have become detached while the train was go- 
ing with great speed around the sharp curve ; that the 
absence of check chains on the trucks of the Troy & Boston 
car did not affect the accident in any way ; that the track 
was in excellent coadition ; that the defect in the guard rail 
of the switch was such as is usually found in fractured cast- 
iron beams, and could not have been discovered until the 
casting breaks, otherwise the beam was of usual size aud the 
material was good.” 

The Commissioners conclude as follows: ‘It is impossible to 
decide how this beam was broken or just how it derailed the 
cars or whether it could derail them. Perhaps the mere 
pia of the train, vr of a freight train which had shortly 
vefore passed over it, fractured the casting ; and the atfeu- 
tion of the board has been called to six or seven cases where 
this has happened, ‘The courtesy of a railroad manager has 
furnished the board with a broken casting from a Tyler 
switch on his road, which was fractured just as the Littleton 
casting was. In that case the spring of the switch caused the 
fracture, and resulted in derailing the cars. Perhaps a 
broken wheel contributed to the accident, but it is impossible 
to say whether or not the wheel was broken before the trac- 
ture of the switch casting. A careful search has failed to 
find any piece of broken flange between Fitchburg and Lit- 
tleton. ‘the wheels all appeared to be in good condition 
when they were inspected and tapped at Fitchburg. On the 
whole, the disaster appears to have been one which is pot 
traceable to any defect of construction, equipment or man- 
agement, and, therefore, one which no amount of vigilance 
could have prevented. While this illustrates the fact that in 
spite of all precautions some danger will always attend 
railroad traveling, as it does all traveling, it is well to recall 
another fact: that for two years prior to this accident no 
passenger of the 180,000,000 carried had been killed in the 
cars of any railroad in this state. And it seems proper to 
state the additional fact. that up to that time no passenger 
between Boston and Fitchburg had ever been killed or seri- 
ously injured from causes beyond their own control.” 


Managing a Crazy Man. 


Several days ago two gentlemen got on the Erie Railway 
train in charge of Conductor Burt Van Tuyl, having in 
charge an insane man who was inclined to be unruly. He 
became incensed at something and began to swear and show 
fight. This was especially unpleasant for the ladies in the 
car, and it was evident that trouble would ensue. Mr. Van 
Tuyl — up to the insane man, and with a pleasant 
smile said: ‘* Why, how do you do, uncle?’ “I’m all 
right,” was the reply, ‘‘ but some people seem to think that 
[am crazy.” ‘“*That very strange,” said Mr. Van Tuy] ; 
‘tell me all about it. By the way, won’t you have a cigar ?” 


* Alluding to the elevated structure on Sixth avenue. 
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| The insane man didn’t care if he did, and when it was sug 


| gested that the smoke might be disagreeable to the ladies, he 
| readily went into the smoking-c1r re his troubles were 
| forgotten, and he rode as quietly a other passenger. —- 
Buffalo Courier. 


j 
Waste. 
The Atlanta Constitution discove: 


any 


that the railroads run 





*| ning into that city have in their employ a Pope and an An- 


| gell: Day and Knight; Brown, White, Gray and Blue; Mulls, 
la Maller and a Baker; Wood and Beach: Rice, Curd and 
Bacon; a Lyon anda Badger; a Drake, a Jay, a Crowe, a 
| Parrott and a Wrenn; and lastly a Whitehead and a Great 
| head. : 

Tall engineer enters Superintendent's office and inquires if 
it is true, as his stoker has informed him, that the company 
means to dispense wita bis services / 

The Superintendent.—1 am not aware of 
Did you tell him so ¢ 

Stoker.—Well, sir, yes; I told him the company didn’t want 
him any longer. 

The Superintendent. 
him that ¢ 

Stoker.—Why, sir, good gracious, you don’t want bim 
any longer, do you? He’s nearly seven feet now !—Grand 
Trunk Humor in Grip. 

“Stinking Wells” is the cheerful name of a place upon a 
new railway in Nevada. ‘The brakemen will take great 
pleasure in shouting it out distinkly. 


it. (To stoker. ) 


And what authority bad you to tell 


ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol 
ume of the Railroad Gazette : 
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Indianapolis, Decatur %& Springfield. 


Lll., to indianap 


This company owns a li t 1 Decatur, 
| of sidings. Its re 


olis, Ind., 152.5 miles, with | ike 

port is for the year endin I 
The balance sheet, conden is as 

Stock ($3,279 per mile 

Bonds (3'8,649 per mile) 

Accounts and balances 





ISSO; 
follows: 
$500,000.00 
4.869,000.00 
101,306.86 


Profit and loss 64,119.96 
Total... = . $5,054,426. 82 
Cost of property, construction and 
equipment account (A5.047 per 
mile) $4.88 


Cash and receivables , 
Uncollected revenue and accounts 
Materials : 234,242.63 


Sinking fund, first-puortgage bonds... 14,000.00 





5,034,426,82 
The bonded debt consists of and $2,669, - 
000 second-mortgage bonds. Construction accounts were 
increased during the year by $40,823.36 on the Western 
Division or older portion of the road, and $899,300.54 on 
the Eastern Division, the extension to Indianapolis. Total 
cost of the Eastern Division has been $1,400,627,35. 

The road was not put in operation through to Indianapolis 
until Feb. 9, 1880, and the new part was not really in good 
condition till April. Large expenditures were also needed 
to put the old part of the road in good condition. No com- 
parisons are made in the report, as the extension made 
a radical change in the business and operations of the line. 

The traffic was as follows: 


1,700,000 first 





Mileage of passenger-train Cars........---+essee sere sees 368,966 
” freight cars... Oe rere 

PABSONGORS CATTICT . 0.05. occ ccccccccsevccvcecoeces 

Passenger MilOage........6...000- cavsees seve 

TONS PreiWt CAPLIO. .ncrccccccccccss ve conse 149.634 

Tonnage mileage........ nceneeaan nb05 08 WRReS 10,488,978 

Average receipt per passenger per mile 3 66 cts 
“ “ * yd ee 


ton per mile 
The average number of passenger's 
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The average tonnage of each loaded freight car was 106 
tons; 41 per cent. of the freight car mileage was of empty 
cars. Theaverage receipt per passenger car mile was 22.3 
cents; per freight car mile, 23.5 cents. Local business fur- 
nished 8 per cent of the passenger mileage and 86 per cent. 
of the tonnage mileage. The chicf items of freight were 


grain, lurnber and coal. 

The earnings for the year were as follows: 
a. ere re $67,821.10 
ba ES ee eee 231,514.18 
Mail, express, etc..... 


40,514.81 
- $339,850.09 
197,165.29 


Total ($2,228.52 per mile).... 
Expenses (58.01 per cent.).... 
Net earnings ($925.63 per mile).. ; : .. $142,684.80 

President Hammond’s report says: ‘* The business of the 
company is in its infancy, and very much of the traffic which 
it must command is still undeveloped. For instance, its rail- 
road runs through 15 miles of territory underlaid with valu- 
able coal, of which there has been no opening except for in- 
dividual use. It also runs through a territory rich in stone 
valuable for building purposes, which has only been quarriea 
to a limited extent to supply an immediate neighborhood. 
Greater facilities are required for handling successfully the 
various c-reals which are produced in such great abundance 
throughout the length ef the territory contributory to the 
railroad of this company. The many methods required for 
the control of the through business, which must necessarily 
gravitate to the railroad of this company, have yet to be 
adopted and perfected. 

‘** A traffic contract has been made for the 
of this company and the Wabash, St. Louis & Pacific Rail- 
way Company, for an important interchange of traffic ex- 
teuding over a long period of years, which should be a great 
help in developing through business. The future develop- 
ment of these several resources for business, with others this 
company possesses, must insure a large and continued in- 
cr » of revenue.” 


mutual benefit 


Evansville & Terre Haute. 












The twenty-sixth annual report of this company (formerly 
the Evansville & Crawfordsville) covers the year ending 
Aug. 41, 1880. The road worked is the main line from 
Evansville, Ind., northward to Terre Haute, 109 miles, 


vith the Owensville Branch, 6 miles, making 115 miles in 
all 

The company also owns 28 miles north of Terre Haute to 
tock ville, leased to the Terre Haute & Logansport Company, 
the revenue of which appears uncer the head of rents. 

The equipment consists of 26 engines; 12 passenger and 4 
baggage, mail and express 551 box, 40 stock, 198 coal 
and flat, and 11 caboose cars; 1 pay-car, 1 crane and 15 
and push cars. Additions dur- 


Cars; 


construction cars; 67 hand 








ing the year were 2 engines, 1 passenger coach, 177 freight 
cars, 4 construction and 13 hand and push cars. 
The traitice for the year was as follows: 
rain mileage 1879-80. It 79. Ine, or Dee P.c 
Passeng 166,783 158,642 I 8.141 5.1 
vieht ce 2O91L5 1 oy I, 31.516 17.7 
vice and switching 135,725 Mms970 I 21.755 19.1 
Potal oe DSLL,O28 450,211 J 61.412 13.6 
lreight car mileage 4,171.63 810.779 1. 1,860,859 48.4 
eugers carried 10,855 I] DSSSL 45.0 
! senger mileage 4: 80,930 1. 1.260.500 28.8 
r freight cariied 2.107 |] 100,747 28.6 
Ponnuage mileage... $5358, 56 [. 7,862,171 32.0 
Av. train load: 
| sera. NO ; 33.8° ( 6.20 29.4 
I CONG...0» 155.19 1338 » | 16.74 12.1 
erp 
' erpermile, 3.25 ct oA I 0.29 ct, 8.2 
rmil . 146° l 1) 0.09 8 
ase in both passenver and ht traflie is vers 
] he total number ot vs moved 63.3 per cent 
aed Cars, 
lhe iwhings for the vear we is fol 
187))}-80 Iis78-70 Inc. or Dec. Pc. 
SIS4,137.06 Hl 154 | 627,233.62 17.4 
172,318. i1 30,74 ) I 1600.03 24.1 
‘ ete 1,761.52 oO 1 I 17° 25.69 41.4 
14,165.75 I D 3438.75 19.5 
tal $712,785 3 B5S4.765.55 1 $127.619,99 21.8 
Spey ; 499,127.55 4 i927 I 95,218.48 23.6 
earnings... $213,255.59 $180,.54.08 1 $32,401.51 17.9 
(il in pel 
m 6,194.64 5,361.80 7 829.84 15.4 
Vet earn, permile 1,854.40 1,659.21 I. 195.19 11.8 
| ‘ of exps. 70.04 69.07 1 0.97 1.4 
The increase in expenses results chiefiy from the heavy 
advance in the prices of steel rails, wh ch cost, after deduct 
ing the value_of old rails taken up, $43,500 more this year 
than lust. 
lhe payments from net earnings were as follows : 
tea Ines ; ‘ sett $213,255.59 
Interest on bonds and loans $81,762.35 
Dividen November and May 5URTL.25 
—- 137,633.60 
urplus to income account ‘ $80,621 99 
here were laid during the year 1,970 tons of steel rails, 
making 68 miles of steel track. Since the close of the year 
373 tons more have been laid, and 400 tons have been con- 
tracted for. There were 68,576 new ties used and 14,000 
feet of new sidings laid, for which 225 tons of iron rails 


taken out of the main trhck were used. 

The substitution of stone culverts and solid embankments 
for trestle work has proceeded during the year. The worst 
trestles have now been filled in, and those remaining are in 
{ ood order. 

New stations have been built at Sullivan, Carlisle and 
Princeton and Paxton station rebuilt. A new passenger 
house is needed at Evansville, the old one having been left 
in the hope that a union depot might be secured there. 

There were no accidents to trains and only two casualties 
to employés during the year. 

A new lease of the Rockville Division has been made to 
the Terre Haute & Logansport Company, such action being 
made necessary by the reorganization of that company. 

The report says: ‘*’The bonds issued for the construction of 
this (the Rockville) division, of which there were $125,000 
outstanding, matured Aug. 1, 1880. To provide for the 
payment of these, for the refunding of our main line 7 per 
cent. bonds at a lower rate of interest, and for the payment 
of our floating indebtedness incurred in the purchase of 


equipments, etc., the board at its regular meeting on 
\pril 7, last, authorized an issue of $1,500,000 


consolidated first-mortgage 6 per cent. bonds, secured by 
a deed of trust on all the property of the company except the 
Rockville Division, which is now free of incumbrance. The 
deed of truss was accordingly executed and the bonds then 
issued bearing date of June 1, 1880, payable July 1, 1910, 
and bearing interest at the rate of 6 per cent., principaland 
interest coupons payable at the office of the Farmers’ Loan 
& Trust Company in the city of New York. Of these $892,- 
| 000 have been deposited with the Farmers’ Loan & Trust 


: Company, to be exchanged for a sitnilar number of main line 
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NEW JERSEY MINOR RAILROADS IN 1879. 
























































) 
| Property. CAPITAL. Earninas. | PAYMENTS FROM 
: | Ner Earnines. 
NaME OF Roap __— -- —- —-—- -—- —___——_- + _— | 
| Pass. Gross | | 
Road | Road Loco- |train Freight Stock. Bonds. Other Gross | Expen’s |Net earn- earn. per Net earn. P. c. of | Interest. | Divid'ds. 
owned. leased. motiv’s' cars. cars. debt. Earnings ings. mile. per mile. exps. | 
| 
Blairstown..... PF Ae Oe PNA ARR ce F568 2 Pee ee 2 3 9 EAS Beery 52,000 | $5,205 | $4,045 | $1,160 $461 $103 | 77.8 | 
Camden, Gloucester & Mt. Ephraim............ EES See eee dsb <td 64,500 $62,100 9 14,833 15,489 *656 ig Rei 104.4 4 
Charlotteburg & Green Lake........ ........--- aha eee AEE gen ptah oh mets «4 RE Rabies aie Ae, 2 5 436 1.042 97 90.7 
Delaware Bay & Cape May...............seeees Be UE dagd chal es bewooat Cte. : ada WM his tencadcclets tetene 2,437 3,656 812 17.8 
Ferro Monte.... EPRI VR PE IPE re 2b | SSE SEN Peer 30,000 |...... Kuki 6,500 1,879 4,276 7 82.4 
Peeeiieees Oe NOW LOGE. 65 ccevcccescsss stuns 13.5 | Saehtouel esbaciaesl Veaae ee 200,000 1,208 1,975 2.124 147 93.3 
Hibernia Mine...  Gsekdkee in sax eba enone +p ER 2 ree 100 BAGBOS |}, .biccaneulsconeweses 21,523 6,753 3.91; 42.1 
Bs SE I av .ca:s pss doses es 26.c0nekeeameae 8 Sgt Re ae tina 23 DED Lexisesiventovevioeve’ 17.367 6,916 4,039 | 41.6 
Mew 2ereey Misa Fi... -ecicccc seccicessssvwen 71.0 14.6 |} 14 23 190 = 2,600,000 5,400,00) 4,951 3 62 ae iptdndenee 
Now Jersey & Now York +........000cecsovcesee 30.5 6.0} 5 20 40 1,187.400 1,034,500 25,645 4,206 703 83.3 
New York & Greenwood Lake.................. Be View ieks svecbesrlectecceslecevedic|, MAREE (ican *31,225 2,956 126.4 
Northern $.......00- A paiacg) ve eae pe nicer beraaeenne 21.3 pdaanateded < colacdesscs| Oe 390,000 54,990 11,237 2.582 770 
Ogden Mine.... Sgtleh ninig 6 aca ku. 9 0/596 ania 10.0 2 Ahad 102 Pe ree 14,336 2,783 1,434 | Weed at kona 13,500 
Tuckerton ...... : Joetaeae (iden abolketeak ona} JRA egies 2 5 23 207 924 408,000 1,878 72 A! RAS Rae, aa 
es cus wnco's aihau du Guhowe st eaias eke eee ME hiescencuiebe paehtth ie ina hliesep el 1,800,000 1,350,000 313,199 26,942 17,115 36.1 94,500 126,000 
WOOD 5 5 occ es cbneeive Veen deennteandanaee 9.5 |. ; 1 2 8 30,000 250,000 9,751 9,438 313 1,026 A) EP” Bisasehusen at Ae SR 
! } | ' 
* Deficit. + Receivers’ report ; expenses include all disbursements. } Operated by New York, Lake Erie & Western under contract, § Leased to Del., Lacka. & Western. 


The Figures above are from the reports made to the Comptroller of New Jersey, for the year 1879. All roads are included which 


The reports do not give traffic. The Ogden Mine road carried 


bonds now outstanding or for their payment when they be- 
come due: $258,009 have been sold, and the remaining $350,- 
000 are deposited in bank, designed to be executed 
and sold as the future necessities of the company for con- 
struction of branch lines, etc., may require.” 


Grand Trunk. 


This company’s latest report covers the half-vear ending 
June 30, 1880, and includes the operation of the whole 
system of 1,273!¢ miles worked. Comparisons are made 
with the corresponding half of 1879, when the mileage 
worked was 1,50U!¢ miles, the company then owning the 
Riviere du Loup Division, sine» sold to the Canadian govern 
ment, and now a part of the [ntercolonial road. 

The expenditure on capital account for the half-year was 
£96,131 ; but as there have been credited to this account (1) 
the amount received from the Dominion Government for the 
tiviere du Loup Line, and (2) an amount received during 
the half-year as premium on debenture stock issued, the total 
expenditure has been reduced by £222,244, There has 
been issued during the half-year £106,000 of debenture 
stock at a premium of nearly 5 per cent., out of the proceeds 
of which £51,800 of first equipment mortgage bonds have 
been redeemed, and the balance has been applied to gencral 
purposes, 

The earnings, etc., for the half-year were as follows: 


18-0 1879. Inc. or Dec. P.e 

Gross receivts............£991 992 £832,869 1. £159,123 19.1 

Working expenses... ... 675.545 634,423 I. 40,922 6.5 

Net earnings ; £516,647 £198,446 7. £118 201 59.6 
Add interest on Interna 

tional Bridge capital. 10,434 12,980 D. 2,546 19.6 
Add interest on Chicago & 

Grand Trunk bonds : mt | See es Z: 10,167 

Potal ...4337,248 £211,426 I. £125,822 59.5 
Jeduct postal and mili 

tary bonds nut retired ; 428 D. 158 100.0 

Balance oP C357,.248% £210,988 I £126,260 FOS 

Per cent. of expeuses.. 638.08 7617 D. 8.00 106 


Freight earnings increased 24.7 per cent., and passenger 
earnings 11.5 per cent.. but mail and express earnings 
showed a decrease, chiefly on account of the Yors of the 
Riviere du Loup D'visiou The increase in earnings was in 
the face of the decrease in mileage from 1879. 

The traffic carried was as follows: 


ISSO 1879, Increase P.c. 

Passe gers, RO? RD 845,627 17.19) og 
Tons freizht . 1,428,105 1,224,838 903,265 16. 
Av. ree’t per pass Golod 66d, thal 5 
Av. ree’'t per tou Li7Fiod 110M4d. 7a 6.3 
The fact that the increase ia tonnage was less than that 


in earnings indicates the prevalence of improved rates dur 
ing the half-year. 

The increase in expenses was largest in maintenance of 
property. The apportionment of expenses was as follows, 
with their proportion to gross earnings for the half-year : 

1880. 1s7?. Decrease, 
Maintenance of property, per cent of 


expenses weees 24.44 25.80 1.36 
Working the road .. . ---- 43.64 50.37 G.75 
Total 2 é 68.08 FOA7 8.09 


Expenses include al] renewals of road and equipment. 

The income account was as follows : 
Net balance as above... + 0h: aobadee aca £337,248 
Interest on lands, Montreal Seminary, Island 

vond and Brit. Am, Lan Co. debentures, less 

interest received ze 
Atlantic & St. Lawrence lease.. 
Lewiston & Auburn rent.... 
Detroit Line Lease.... 
Montreal & Champlain interest 
Buffalo & Lake Huron rent 
Equipment bond interest o seoewepponwar 
Perpetual debenture stock, 5 per cent 





214,76 
Net balance for the half-year.................++. soe + 122,487 
Brought forward from previous half-year... ........... 1,440 
OM MMIMOD oc canscch ches dvebben osetenetes ners £123,927 


Out of this balance a dividend for the half-year at the rate 
of 5 per cent. per annuin on the first preference stock has 
been paid, absorbing £80,374 und leaving a balance of 
$43,552. As regards the appropriation of this balance of 
£43,552, the board resolved, after obtaining the opinion of 
eminent counsel on the Arrangements Act of 1873, to pay a 
divicend on the second preference steck for the half-year at 
the rate of 3 per cent. per annum, absorbing £34,893, and 
Jeaving £3,659 to be carried forward to the current half- 
year. This dividend will accrue tothe holders of second 
= rence stock registered in the books of the company on 

det. 
on Nov. 1. 


The Chicago & Grand Trunk Railway was opened for 


traffic from temporary stations in Chicago to Port Huron on | 


Feb. 8; and, under the decision of the American Board of 
Arbitration, 10 per cent. of the freight traffic and 6 per 
cent. of the live-stock traffic out of Chicago have since been 
awarded tothat railway. Its access to the proposed per- 
manent stations in Chicago has until recently been retarded 


by legal obstructions. These having at length been removed, | 


increased facilities for passenger and freight traffic will be 
afforded, 
Explanatious of the agreements to be offered for the action 


of the stockholders at the half yearly meeting are promised 
at the meeting 


i 


t,and the warrants will be payable, as already notified, | 


Ohio & Mississippi. 
| The following report was presented at the recent annual 
meeting in Cincinnati, by the President, Mr. Wm. P. Mc- 
| Clintick : 
| The usual annual reports of the President and board of 
| directors of the operations of the company have been inter- 
| mitted since the year 1876, because the entire property of 
the company since Noy. 17 of that year has been in the 
custody of the Circuit Court of the United States for the 
District of Indiana, and has been operated and managed by 
a receiver appointed and acting under the orders of that 
Court, with proper supplementary powers from other courts 
having jurisdiction over the property of the company located 
beyond the limits of the state of Indiana, The Receiver in 
addition to his monthly reports of receipts and disburse- 
ments made, as required by the order of bis appoinoment, 
bas made and published four general reports, the first two 
covering the period trom Nov. 17, 1876, to Dec, 31, 1877, 
and the others the years ending Dec, 21, 1878, and Dee, 81, 
1879, respectively. His wext reportin course will be for the 
vear ending Dec. 31, 1889. whieh it is presumed will be made 
and published as soon after that dateas the accounts and state- 
ments can be prepared for that purpose. In view of the 
time vet to elapse before this expected report can be made, 
the stockholders and bondholders of the company will be 
gratified to learn that the business and net earnings of the 


road have steadily incressed since the Reeeiver’s app oin'- | 


ment ion 1876. His reports show that the net earnings tor 


the year ending Dec. 31, 1877, on both the main line and | 


Springfield Division were, *€90.200; for the year 1873, 
$864,547 62: for the vear 187%), 81,051,418.97, while for 
the nine months of the current year, say to Sept. 80 (the 
earnings for September being estimated approximately), the 


net earnings were $853,502.85, against $618,284.52 for the | 


corresponding period of LS79, and for the entire year will 
probably be about $1,300,000, The earnings of the Spring- 
field Division were less than expenses for the year ending 
Dec. 81, 1877. by the sum of $43,16962; for the 
year 1878, $26 920.36 : forthe year 1879, $3,778.26, These 
deficits were taken into the account in making up the amount 
of net earnings of the main line and Springtield Division, as 
above stated. The directors ere advised by the Receiver 
that the net earnings have been applied to the payment of 
all the matured interest coupons on the company’s first- 
mor gage bon apart of the past due interest on the second- 
mortgage bonds and other rec gnized obligations of the 
company. in strict accordance with the orders of the Court, 
whose officer he is, and that inthe mean time the road has 
been gradually improved by large but needful and judicious 
expenditures (charged to expenses) for ste+] and iron rails, 
new cross ties, renewals of bridges and trestles, the building 
of new structures and the renewal or repair of old 
ones, so that the property of the company 1s in 
better condition than at any previous period, and 
the track of the main line by the end of the cur- 
rent year will be in nearly perfect order, Very considerable 
sums have also been expended upon the Springfield Division 
in the renewal or repeir of bridges and trestles, or in substi- 
tuting embankments for the latter, and in general repairs 
of track and rovd bed, so that the division is now reported 
in condition to be operated with entire safety. The board 
deem if unnecessary to go into further particulars, as the 
Receiver’s reports cover all the details of receipts and dis- 
bursements, both in the operation and management of the 
road and in the payment of debts and interest, to which re- 
ports reference is made for such information in detail. 





Great Western, of Canada. 


This company’s report covers the system of 527.38 miles 
worked, the Main Line, from Suspension Bridge to Windsor 
being 2:29.38 miles; the Loop Line, from Glencoe to Ft. Erie, 

1145.50 miles; branches owned, 137.67 miles, and leased, 
14.83 miles—the last named being a section of the Welland 
Railway used to make connection between the Loop Line 
and Suspension Bridge. 

The company also leases the Wellington, Grey & Bruce, 
168 35 miles: the London, Huron & Bruce, 68.89 miles, and 
the Brantford, Norfolk & Port Burwell, 34,74 miles, but the 
report gives only the net result from these 295.64 miles of 
road, 

The report is for the half-year ending July 31, comparisons 
being made with the corresponding half of last year, 

On capital account, an amount of £32,400 5 per cent. per- 
petual debenture stock has been issued during the half-year, 
to provide for repayiuent at maturity of terminable bonds, 
bearing interest at 7 per cent. The charges to capital ac- 
count, amounting to £10,677, consist ape ae, of the pro- 
portion of the cost of renewing wooden bridges in stone and 
iron, and the acquirement of bonds of the Wellington, Grey 
& Bruce Railway, under traffic agreements with that com- 
pany. 

The income or revenue account was as follows : 

1879. Inc. or Dec. P.c. 
£365,771 1. £71,662 19.5 

276,971 I. 24,257 8.8 


Gross receipts. . sib 
Working expenses 





Net earnings..........£136,205 £88,800 I. £47,405 53.4 
Interest on bonds and 
debenture stock, loss on 








leased lines, etc......... 103,145 98,972 1. 4.173 4.2 
Balance............-Cr. £33,000 Dr.#10,172 —...:.44 poe 
Balance from previous half- Tag? 
SMO avclionccdes bes is 1,787 3.912 D. 54.5 
Surplus or deficit.,.Sur. £34,847 Def. £6,260 shideues: ides 
' Per cent, of exps..... sevens §©68,.86 W72 Dy 6.86 9.1 


£9,226 tons iron-ore and 3,791 tons coal ; the Hibernia Mine road 99,123 tons ore and 4,619 tons coal. 


do not otherwise report. 


| _ The dividend received on the shares of the Detroit, Grand 
| Haven & Milwaukee Railway Company, out of the profits 
| to Dee. 81, 1879, amounting to $45,000, or £9,246, makes a 
| total available surplus of £44,094. From this sum the 
directors recommend the payment of the half-year’s divi 
|dend on the 5 per cent. preference stock, amounting to 
| £12,644, and a dividend for the half-year on the ordinary 
| shares at the rate of 1 per cent. per annum, which will ab- 
sorb £30,603, leaving a balance of £847 to be carried for- 
ward to the next half-year’s accounts. 

All items of receipts show an increase except express 
freight, in which there was a slight decrease. The inci ease 
was especially notable in through freight and stock and in 
through and local passenger earnings. 

The working expenditure has exceeded that of the corre- 
sponding half of 1879 by £24,258. Of this insrease, £9,600 
is attributable to the fact that the present half-year’s reve- 
nue bears its full contribution to the various reserve funds, 
whereas in the accounts for the half-year ended July 381, 
| 1879, only the amount actually expended on renewals was 
charged, The earnings and working expenses per train 

mile for the last six corresponding half years compare as 
follows : 


Working expenses excluding 
transfers to reserve funds 


Half-years ended, Earnings per Per train Per cent, 
train mile. mile. of gross 

} s. d. 8. d receipts. 
gg Ce Sere 4 1144 4 6 0.32 
ee Taree 4 10% 4% OSG 73.03 
te Es. acca 1 94 3 64 74.41 
eee CO FE 3 2 76.05 
ie . girs 41% 3.1% 75.02 


> %, Bie bak evident 4 11% 3 594 69.78 


The credit balances of the several reserve funds are : 
Ferry steamers, £25,568 ; locomotive, £118,029 ; car, £25, - 
| 763 ; rail and bridge, £32,577 ; insurance, £2,055, There 

is a debit balance to leased lines suspense account of £42,- 

739, making the net credit balance oF renewal funds £.61,- 
258, an increase of £547 during the half-year. Car renewal 

a charged with £6,720 for 65 vew cars added to 

stock. 

The report continues substantially as follows : 

The working of the leased lines for the past half-year shows 
a deficiency (including interest and rentals) of £15,201, 
against £11.%00 in the corresponding half-year. This ap- 
parently unfavorable comparison arises from the amount 
charged this half-year for proportionate contributions to the 
reserve funds, for which there was no corresponding debit in 
the accounts of the half-year ending July 31, 1879. In con 
formity with the traffic agreements, an amount of £8,252, 
being the equivalent of 20 per cent. of the half-year’s earn- 
ings on additional traffic interchanged with the Wellington, 
Grey & Bruce Railway, will be applied on Jan, 1 next to the 
purchase of the bonds of that company at par, 

An agreement having for its object the acquisition of 
traffic fromthe southwest by connecting vith the Wabash, 
St. Louis & Pacific Railway, via Toledo, w s reported and 

approved at a special meeting of shareholders held on Dee. 

1, 1879. Since that period the Detroit, Adrian & South- 


| road is now in course of construction between the city of 
| Detroit and Butler—a point on the Kel River section of the 
| Wabash system—which will, in connection with the Great 
| Western Railway, materially shorten the route from St. 
Louis and other southwestern points to New York and the 
northern Atlantic ports. The new railway will have its 
|terminus at Detroit, in the depot of the Detroit, Grand 
| Haven & Milwaukee Railway Company. An agreement bas 
| been negotiated with the Wabash, St. Louis & Pacific Rail- 
| way Company for the conveyance of through traffic by this 
| new route, and will on completion of the railway be substi- 
| tuted for the previous agreement. By this arrangement a 
' direct connection will be formed with the Wabash system, 
from which the directors anticipate a considerable increase 
of traffic. 


It has already been reported that the operations of the 
Detroit, Grand Huven & Milwaukee Railway from Nov. 14, 
1878, to Dec, 81, 1879, resulted in a net revenue surplus of 
| $50,557. and the directors have now to announce that a 
| dividend of 8 per cent, on the share capital, amounting to 
| $45,000 or £9,247, has been paid and placed to the credit of 
| the Great Western Company. From Jan. 1 last the working 
| of the Detroit, Grand Haven & Milwaukee Railway has con- 
tinued satisfactory. but in the opinion of the directors the 
traffic is capable of further development, and their anxious 
attention has been directed to this subject. The capital re- 
sources of the company provided under the reorganization 
will, it is expected, prove sufficient for the purposes 
then contemplated, but will be inadequate to meet 
the cost of extending and rearranging the depot 
at Detroit, for the accommodation of the traffic 
of the Detroit, Adrian & Southwestern Railway, or 
for an improved steamboat service across Lake Michigan, 
rendered necessary by the growing business to and trom 
Milwaukee and the northwest. As the additional traflic from 
these improved arrangements will be directly beneficial to 
| the Great Western, in whose interest, as proprietors of the 
| whole share capital of the Detroit, Grand Haven & Milwau- 
| kee Company, it is obviously desirable that the funds re- 
| quired should be raised on the most economical terms, the 
| directors purpose, with the sanction of the shareholders, to 

make the necessary advances to the Detroit, Grand Haven & 
| Milwaukee Company, by way of temporary loan, or by the 
' guarantee of loans otherwise raised for the purposes indi 

cated. On completion of the arrangements, a formal reso 

Jution will be submitted for the confirmation of the propric 
' tors. 








| western Railway Company has been incorporatd, and a, 
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EDITORIAL ANNOUNCEMENTS. 

Addresses.— Business letters should be addressed and drafts 
made payable to Tut RaILRoaD GazetTE. Communica- 
diene tee the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. ; 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umNS We give in our editorial columns OUR OWN opin- 


ions, and those only, and in our news columns t only 
such matter as we consider interesting and im ant to 
our readers. Those who wish to recommend ir inven- 
tions, machinery, supplies, financial schemes, etc., to our 


readers can do 80 fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions,—Subscribers and others will materially 
ussist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in rail offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as lo its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 


THROUGH RATES AND NEW THROUGH LINES. 


East-bound traffic, which has been comparatively 
light since August, during the past week has increased 
so that most of the roads have difficulty in obtaining 
cars enough to supply the demands of shippers, which 
condition of things, if it lasts a little longer, is sure to 
result in an advance of rates. For provisions an ad- 
vance of 5 cents per 100 Ibs. from Chicago to New 
York is already announced, to take place Nov. 1. For 
grain opinions are divided as to the best time for an 
advance, and the course of water rates will have much 
to do with it. Lake rates have not maintained the ad- 
vance of a week ago, and there was no advance in 
canul rates to speak of until last Monday, and they are 
still very much lower than usual at this time. How- 
ever, the time for canal shipments is now very short, 
and on this account it may be best to postpone any ad- 
vance in rail rates until it is over (unless the demand 
for cars should be altogether too great), or till about 
the middle of November. Last year the rate was ad- 
vanced from 30 to 35 cents Oct. 18, and to 40 cents 
Nov. 10. As ten days notice of an advance must be 
given, it must be pretty nearly the latter date before a 
35-cent rate can possibly be reached this year, and so 
late that it will be practically a winter rate ; but it is 
quite questionable if the condition of business will 
bear a winter rate higher than 35 cents on grain the 
coming winter. The circumstances were peculiar that 
made it possible to maintain a 40-cent rate throughout 
last winter, and there is very positive danger in having 
the through rates too profitable. There has now been 
but a single year that through rates have been contin- 
uously profitable,and this 1s the first year since 1874 that 
the whole year’s profits on this business have amounted 
to a considerable sum, while for two or three years 
previous it is questionable whether there was any 
protit, taking the year through, on the east-bound 
business, so that there was very little temptation for 
roads that had none of it to go to any considerable ex- 
pense in the way of building extensions and connec- 
tions in order to secure a share of it. But in thislittle 
time that the business has been profitable numerous 
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schemes have been formed, and several are in the way | each. An advance of one-fourth in the rate would 

of accomplishment, for making new routes for the make the gross earnings as large as before, but unfor- 


through traffic which will reduce the shares of some 
or of all of the existing routes. This has been the 
effect of the Chicago & Grand Trunk, and it will be of 
the Detroit & Butler, not to speak of the New York, 
Lackawanna & Western and the more or less vaguely 
planned lines for through traffic west of Buffalo. Now 
nothing can be more certain that it will cost less to 
have this traffic carried over few than many roads, 
unless it is that there will be many of them if rates 
are high enough to make them pay with such local 
traffic as they may be able to command, But this can 
only be if the old roads are very profitable—that is, 
pay a very large interest on what it will cost now to 
build a similar road. For the new competitors do not 
have to take into account that the New York Central’s 
capital is at the rate of $175,000 per mile, the Erie’s 
$257,000, the New York, Pennsylvania & Ohio’s $310,- 
000 per mile, but only of the amount that their own 
roads will cost. If they can build and equip an effi- 
cient road and secure terminal facilities for a capital of 
$60,000 per mile, they need trouble themselves only to 
get net earnings enough to pay interest on that amount. 
Now just as soon as it appears that the through traffic 
alone shared by three roads yields a profit of $6,000 
per mile on each, and that a fourth costing but $60,000 
per mile will be able to get a quarter of it, there is at 
once a great temptation to construct a new road, with 
the hope of getting $4,500 a year profit on $60,000 ex- 
pended. It may very well be that even with profits 
of $6,000 per mile and a good deal from local traffic 
that a new road would not get, one of the old roads, 
witha, capital of $200.000 per mile, pays lit:le more 
than interest on its bonds, and small if any dividends; 
that makes it bad for its stockholders that a new road 
should be built; but the new company considers only 
its own stockholders, and this is the way that, in 
every business, the prices of things are kept down to 
a proper proportion:to their cost, and to their cost by the 
latest and most economical methods of production, 
not simply by the methods and machinery that the 
present producers happen to possess. 

Now for a year past through traffic eastward has 
yielded probably something like 40 per cent. more than 
the average rates of the previous year, and consider- 
ing the enormous bulk of this traffic on the trunk 
lines and -their immediate western connections, this 
has yielded a very large addition to the profits of these 
roads, Asat the same time this traffic is increasing 
rapidly, and other transportation is increasing, the 
temptation becomes very strong to get a share of this 
business, lately hardly worth having, but now become 
profitable. In times like these, when capital is abun- 
dant and confidence in the continuance of prosperity 
seems unbounded, investors seem to take it for granted 
not only that through traffic will continue to imcrease 
rapidly (which is sure), but that rates will be as profit- 
able hereafter asthey have been fora year past, which 
not only is not sure, but is, we think, altogether im- 
probable, and to the great carriers is absolutely unde- 
sirable. 

Heretofore for many years there had been a great 
and a rapid decrease in the rates on through freight. 
Without any kind of doubt this had gone too far. 
Western produce was carried for less than cost, and 
either the owners of the railroads received an insufti- 
cient income on their investments, or other traffic 
paid unduly high rates. And after a series of years of 
misfortunes it was right that railroad proprietors 
should share in the benefits of the revival of business 
and make up by extra profits for part of the losses of 
previous years; they will have to get large dividends 
for a long time to come to make up for all these losses, 
But in their own interest it will necessary to restrict 
their profits on through traffic, else they are likely to 
find new competitors enter the field, who will at once 
deprive them of a part of this traffic and reduce the 
rates on all of it. 

It may be said that in these times rates are not likely 
to be reduced by the intervention of a new competitor, 
but that the old roads will combine with it to maintain 
rates and grant it a share of the business. Certainly 
the tendency is in that direction now; but this leads us 
to the conclusion that in this way the community is 
likely to be.a great sufferer from the multiplication of 
routes. For the addition of a new route only adds to 
the amount of a net profit which is required to sup- 
port the roads. Suppose three routes from New York 
to Chicago representing $100,000,000 each and sup- 
ported entirely by through traffic. With a traffic of 
2,000,000 tons each at $7 per ton (35 cents per 100 Ibs.) 
and working expenses 50 per cent. they earn net $7,- 
000,000 each, or 7 per cent. on their capital. A fourth 
road enters, and, so long as the traffic remains the 
same, to earn? per cent. they must make the same 
profit from one-fourth less traffic, or 1,500,000 tons 
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tunately when the traffic is reduced one-fourth the ex- 
penses cannot be reduced in anything like the same 
proportion, probably not a tenth; but let us say an 
eighth. Then to make the same profit the roads will 
charge (if they can get it) for carrying 1,.500,00) tons 
the cost of carrying it, $6,125,000, plus $7,000,000, or 
$13,125,000, or $8.75 per ton, instead of $7. 

We rarely are able to see this effect, first, because 
the cases are few in which through rates can be ad- 
vanced, and, second, because in this country freight 
traffic grows so fast that even after the appearance of 
anew competitor the old roads usually have as largea 
business as ever. This latter. however, makes no dif 
ference whatever in the effect of the new competitor. 
The old road may have as much as ever before, but it 
has just so much less than it would have had if the 
new road had not been built. In the instance above, 
if the Chicago business had grown to an aggregate of 
8,000,000 tons the four roads would have 2,000,000 tons 
each, just as the three roads had before, and at the 
old rave all could make the same rate of profit. 
But what would happen if there was new 
route? Why, the old roads would each have one- 
third more traffic, and could therefore carry it at a 
less cost per ton, so much so (as all experience proves) 
as to more than balance the interest on the small ad- 
dition to capital (chiefly for equipment) required to 
enable it to handle a larger traffic. And with one-third 
more traffic it could earn net $7,000,000 with one- 
fourth less profit perton. Instead of the profit of $3 5) 
that it had to charge to make that amount from the 
smaller traffic, it would need to make a profit of but 
$2.621¢; and instead of a rate of $7 per ton, one of 
$6.121¢ would serve the same purpose. 

Until the country is sufficiently supplied with roads 
for local traffic, this works very well. The profits on 
business between Buffalo and New York serves to re- 
duce the necessary profits and therefore the necessary 
rates on the local traffic of a road between those two 
places. Suppose the New York Central to have it all 
and the Erie to end forty miles this side of Buffalo, with 
no Western connections. Then the Erie will have to 
be supported wholly by the local traffic, and the places 
on the New York Central will have a tremendous ad- 
vantage by having the through traffic pay part of the 
interest on the cost of the road that serves them. The 
Erie towns cannot use the New ‘York Central, and it is 
greatly to their advantage that their road should obtain 
such connections as will enable it to get a share of the 
profit from the through traffic. But the case is d.ffterent 
when a road like the proposed New York, Lackawanna 
& Western is built almost directly alongside of the 
Erie. It will country; the Erie 
alone must be able to do the whole business at very 


no 


serve no new 
much less cost for working expenses than it and 
the Erie together, to say nothing of the interest on the 
cost of the new road. The sum of the national wealth 
must inevitably be decreased by such an addition to 
our railroads, and it 1s not easy to see how its construc- 
tion can be justified in the private interests of its own- 
ers unless the existing roads are making much mcre 
than the average interest on the sums invested in 
them, or rather on that necessary to provide equally 
effective railroads, 

In this way the community may be thought to have 
some protection against extravagant charges on 
through traftic ; but, as we have tried to show, the 
tendency.though very effective in preventing unusually 
large rates of profit on railroad investments, is rather to 
keeping up than forcing down the rates that the com- 
munity pays for transportation, Instead of paying 10 
per cent. on $20,000,000 invested in two roads, it pro- 
bably pays 7 per cent. on $30,000,000 invested in three 
roads, besides more for the expenses of the larger num- 
ber of roads. Doubtless there will be less public com- 
plaint in the latter case, but there is none the less greater 
loss to the community, which is just as much inter- 
ested as if it were an individual in having its work 
done with the least machinery necessary to do it in the 
cheapest and most efficient way. We may be perfectly 
certain, however, that in our day and in this country 
the public will not complain because railroads are 
multiplied needlessly. But it is a matter that immedi- 
ately concerns the proprietors of the existing railroads, 
and they have more power in the premises than they 
are apt to suppose. What they can do to prevent 
the construction of needless railroads—railroads to do 
a work for which routes are already provided—is to 
see that the work is done so cheaply that an additional 
road cannot get its support out of it, and do this be- 
fore, and not after, capital for the new road has been 
provided. If there is local traffic enough to support 
the new road mostly, it cannot be prevented in this 
way, and it is not desirable (in the interest of the com- 
munity) that it should be ; but if there isnot, then capi- 
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their money into a competing line that cannot get 
profits enough to support it. 

It must be said, however, that in times of general 
prosperity it is often easy to get capital for roads that 
are almost sure not to pay. There is always a great 
army of projectors ready and anxious to build railroads 
anywhere for the sake of the profits to be made in 
their construction. Thousands and thousands of miles 
of such roads were built before 1874, and though, in 
spite of the abundance of capital and the revival of 
confidence and the spirit of enterprise, comparatively 
little has been subscribed for roads of that kind recently, 
yet the signs are that less and less caution is used in 
making investments, and it may soon be possible to 
get capital for the most preposterous schemes. But it 
will certainly be a great deal easier to get capital for 
them if the profits on the through traffic on the exist- 
ing roads are large, because they are sure of being able 
to get on share of this traffic. 

But for this probability of new roads being built 
almost solely to divide the through traffic, it is ques- 
tionable whether it would not be best to maintain 
through rates as high as the condition of business and 
the competition of the water routes would permit, and 
as business grows and profits increase reduce the local 
rates. Though our through rates this year have 
been higher (on the average) than for some years 
previous, they have still been Jower than anywhere 
else in the world; which is not true of our 
local rates on most of our roads. and this difference 
between through and local rates is always a cause of 
complaint. In any event a large difference would be 
necessary, and the tendency to the multiplication of 
through lines goes to reinforce the causes which com- 
pel it and may eularge it. In the interest of the local 
traffic itself it becomes necessary to keep the through 
rates very low. 

This is not a matter of temporary interest only, but 
one forall time. If one-third of the through traffic 
between New York and Buffalo now will be sufficient 
to support a new road between those two places, it 
will not be long before the traffic will have so increased 
that it will pay to make a fourth line—and so else- 
where, and for an indefinite future period. Instead 
of a reduction of rates, a multiplication of roads will 
follow the increase of traffic, and a needless amount of 
capital and proportion of production will be expended 
on transportation. 


Progress of “the Law as es “Construction. 


Very recently reported | decisions illustrate some 
questions of practical importance at the present day, 
relative to the liabilities of the companies for injuries 
incident to the construction of their road. Prominent 
among such questions may be mentioned one which 
has been raised in New York city by householders and 
shopkeepers upon the streets through which the 
elevated railroads are built. A test case was pre- 
sented in the Superior Court, raising the question 


talists who know what they are about will not put | question is one of construing the constitution, the 


decision of the Supreme Court at Washington will 

probably be deemed paramount. But there will 

be great difficulty in reconciling with it any 

broad ruling that a railroad company must 

pay damages for indirectly depriving the 

landowner of the use of property which is not occu- 

pied by the road. A very nice distinction must be 

drawn, like this: that when buildings alongside the 
street are invaded by smoke, by sound-waves, and by 

those minute particles of matter which give rise to 
noxious smells, and are jarred by the concussion of 
trains, they are, in fact, occupied ; intruded upon by 
the operations of the company, and so are taken. The 
general view in past years has unquestionably been 
that lands only indirectly affected by a neighboring 
railroad cannot claim compensation. For it has been 
considered that if each landowner in the vicinity 
might claim compensation for depreciation of his 
property, the company ought in justice to be allowed 
to reimburse itself by claiming contribution from the 
owners of property improved in value by the location 
of the road. The number and complexity of the claims 
which would thus be called into being would be in- 
tolerable. 

Two contemporaneous decisions in other states on 
the same subject are noteworthy, though they relate 
to ordinary steam roads. In Illinois, several roads lo- 
vated together in a Chicago street were sued by the 
owners of a residence who complained that their tracks 
impeded his access to his house, and that the engines 
perpetually cast smoke, dust and cinders upon it. The 
Court said that actual injury to the land and building 
by nuisance, by jarring the building and casting cin- 
ders and smoke upon the premises was a rea<on for al- 
lowing damages. But there must be a physical injury; 
for general depreciation in value, such as incon- 
venience in coming and going, or noise and confusion 
in the vicinity, the householder has no claim, It is 
one of the risks of property whether it will be bene- 
fited or depreciated when a railroad is built near by. 

In Pennsylvania, a railroad was authorized in the 
town of Warren, and was located immediately in front 
of a costly and handsome dwelling-house which had 
just been completed. The house-owner sued for the 
inconvenience and annoyance caused by the passage of 
trains, by the cinders and smoke and the hindrance of 
access. The Court, however, would not allow a re- 
covery for either of these ; it said that a railroad com- 
pany could not be sued forsuch consequential injuries 
caused by its road. The aggrieved householder of- 
fered to show that the companies might just as well 
have laid their tracks through another street; but the 
Court said that the question where to locate the track 
was entirely for the directors. 

The responsibility for management of trains in use 
during construction is not always upon the company. 
In a Texas case the company had given out a section 
of the road to be built by contract. The contractors 
were running a train back and forth for their con- 


whether such persons have not some remedy for the venience in doing the work. Some person who wanted 
inconveniences and depreciation which the roads|t? travel that way bargained to be carried on this 


cause to the buildings close by. It seems strange, 
but it is confidently stated, that none of the 
various decisions of the Court of Appeals, in the very 
complex litigation which arose four or five years ago 
involving the right of the company to build in the 
streets, passed upon this question of the incidental 
injury to neighboring property. In the Superior Court 
it was treated as a question substantially novel ; 
and the decision was in favor of the onusloved 
householders. The general ground of the decision 
was the familiar right to have compensation for what- 
ever property was taken for public use. The court 
said that ‘* property” in this rule includes not merely 
tangible Jands and chattels, but all valuable rights con- 
nected with them ; it embraces the entire enjoyment 
of the various subjects of property, whatever they are. 


train. He was hurt on the way and sued the company. 
The Court said that he should have sued the contrac- 
tors; that the company was not liable because it had 
not yet assumed the operation of the road. His counsel 
objected that the company could not delegate its 
franchise; but the Court said that this doctrine applies 
only to roads built and in operation; it does not forbid 
a company to allow contractors to run construction 
trains at their own risk while they are building the 
road. 

The responsibility for the condition of the road while 
it is disused may be serious. It is well illustrated bya 
Kansas case. The road in question had been sus- 
pended for several years, owing to want of funds to 
complete it. Connected with it was a turntable, situ- 
ated in open prairie, in a spot near a populous city 


Property in a city lot and buildings thereon includes where. persons frequently passed, and children were in 


the right to occupy it free from disturbances from 


the habit of playing, yet it was not fastened, watched 


nuisances. And if a railroad deprives the lot-owner|or guarded, or even fenced. An Irish boy, named 


of this enjoyment of his property by its noise, smoke 
and smell, his property may fairly be considered to be 
taken. The decision yet awaits review by the Court 
of Appeals. 

It is worthy of notice that, at just about the same 
time, the Supreme Court of the United States rendered 
a decision on the same general subject. During an 
extensive conflagration, which could not otherwise be 
controlled, the authorities of a city fire department 
put kegs of powder in a building in the course of the 
flames and demolished it by explosion. The owner 
sued for damages, and quoted the constitutional rule. 
But the Court decided against the claim. ‘Ihe ground 
of the decision is understood to be that when build- 
ings are blown up to stop the progress of a fire they 
are destroyed—not taken for public use, As the 


Fitzsimmons, of about twelve years of age, who knew 
nothing about machinery, was sent one day to search 
for his father’s cow. He found her near the turntable. 
Other boys of about the same age were present; they 
became engaged in play on or about the turntable, and 
young Fitzsimmons wasseverely injured, The court said 
that the company was negligent in leaving the turn- 
table in the condition shown; and that the boy ought 
not to be considered particularly in fault or to be de- 
prived of his damages because he was careless. At his 
premature age, with his limited knowledge and expe- 
rience, and his lowly station in life, it was probably 
intense amusement, almost irresistible, for him to ride 
upon a turntable; and probably he did not imagine 
that he was a trespasser, or in the slightest danger. 





merely follow the irresistible impulses of their own 
natures—instincts common to all boys. In many cares 
where men, or boys approaching manhood, would le 
held to be negligent, younger boys, and boys with lcrs 
intelligence, would not be. 





The German Railroad Union i in 1878. 


The German Railroad Union, | including substantially all 
the roads in the Empire of Germany and that of Austria- 
Hungary and the Principality of Roumania, together with 
some Belgian and Dutch roads, publishes an annuai report 
for the whole system of roads included in it. That for 1878 
is just issued, and from it we obtain the facts which enable 
us to make the following statements and comparisons: 

The mileage of the roads in the German Railroad Union at 


the end of 1878, was: 
Total. Not open Open for Open for 
topublic. pass. freight. 


err 19,580 138 19.195 19,566 
Austro- ~~ -aauaaal nace wegprenats 11,183 150 10,963 11,182 
Other roads. . . vescece Mune 24 2,504 2,614 

a ee 33,37 “i 312 32,712 33,355 


The difference between the sums of the roads of the differ- 
ent countries and the totals is due to the fact that certain 
sections of road are used in common by the companies of 
two countries and included in the reports of both. 


The average length in operation during the year was,- in 
miles: 





Total. Double track. 
os caahaticbic ceebingt seriibus cent 19,361 5,064 
Austro-Hungarian............ peso nena 1,063 
Other..... PEUEL Cab cb ben tebe riche cbs "2,080 BSL 
Twad spadivedtt anentnnit>: ia’ 33,096 7,378 


Thus only 22.3 per cent. of the road was double-tracked. 
Of the roads reporting to the New York State Engineer and 
Surveyor the same year the length of track (including sid- 
ings) was 48 per cent. more than the length of road. 

There were also 23 miles of road with three tracks in the 
German Union. 

The average capital per mile of road expended on these 
lines at the close of the year was: 
Germany state railroads........ 


Private roads overated by the state 


.... $101,580 
; : 7 
Private roads operated by companies 


. 1.02 
98.350 






Average of all German roads....... ......60....065 $101,953 
Amstro-HUnMArtAn FORGS.......00csecrccerssevece ccosee-ove 113,570 
CORO UO PORE o.oo. 6.0505 os cccnecces, vee cnesvreseveccseee 101,330 

Average of all Union roads.......... .... coveese 106,305 
The aggregate capital invested in the Union roads was 
$3,432,693,975. The increase during the year was nearly 
$100,000,000. 

The roads of highest and lowest cost - mile were: 


Highest: Low 
Berg & Murk.......... $172,470) Arad ‘& ‘KCorvsthal seees $13,397 
Sea 172,107 | Dniester ........0000 14.672 
Empress Elizabeth West Holstein........ . 17,544 
Main Line........ 171,396 | Braunau & Steindorf. . 18,233 
Berlin, Potsdam & Mag- Military Railroad....... 23,506 
IR 60s o304 00088 167,400 Angermiinde & Schwedt Be 2457 
Zittau & Reichenberg. . 159,405 
Cologne & Minden..... 153,807 | 


The average capital per mile in New York the same year 
was about $89,000 per mile, or nearly 10 per cent. less than 
that of the German Union roads, and the latter was 42% 
per cent. greater than the average capital for all the United 
States railroads, which, at the close of 1875 was $58,916. 

The German Union roads had in the aggregate the follow- 
ing locomotives : 


Av. No. 
Number. per mile, 
German roads...... er _ +. 16,640 0.55 
Austro- Hungarian.............666 see 3,411 0.31 
OOP FOREN. cs ccccteskese ebervecesces 967 0.37 
NB occ ccs cceeveces ws ie enbeeee “15,018 0.45 


The average of the New York roads was 0,34 per mile. 
On the average the performance of the German Union loco- 


Revenue Reverue 

trains. and other 
German..........-+++. sapihs -ee. 11.104 16,740 
Austro- en satenet Sek awe hake «ee 11,905 15,765 
Others........ Fevaban’ seboesn s050¥0 14.675 20.598 
es Bh TINO 600 0 0 sc 0000s srvenes 11,95 956 16, 750 


In New York the average » locomotive performance was 21,- 
850 miles of revenue trains, or 75 per cent. more than that of 
the German engines. There was an average of 5,825 trains 
over each mile of road in the German Union during the year, 
which is equal about to 7.3 trains each way daily over ths 
whole Union system. In New York the train service was 
equivalent to 9.75 trains each way daily. The number of 
cars in the German Union was 28,897, and the number of 
passenger car axles was 64,414 (some of three and some of 
four axlcs, but most of them only two) ; and these cars had 
seats for 1,204,588 passengers, which is an average of 18% 
per axle, 41.67 per car, and 36,8 per mile of road in oper- 
ation, The average mileage made per passenger car was 19,- 
584. Car mileage is not given in the New York report. 

The percentage of seats occupied in the passenger cars 
while running was 23.97 per cent. for the whole Union, and 
has been almost the same for three years (23.70 in 1877 and 
23.53 in 1876). 

The Union roads at the end of 1878 had in the aggregate 
$18,579 freight cars, with 649,135 axles—nearly all being 
four-wheeled, but afew six or eight-wheeled cars ; and the 
average number of freight cars per mile of road was 9.55. 
Of the whole number 119,398 were covered and 199,181 
open cars—five-eighths open. The increase during the year 
was 6,766—which is no more » than a single company added 
to its stock in this country that year. The average service of 
these freight cars was 9,049 miles run during the year, and 
$7,780 car-miles were run to each mile of road— «qual to 140 
freight cars hauled each way daily over the whole mileage 





Boys can seldom be said to be négligent when they 


every working day of the year. In New York the roads had 





motives, that is, the number of miles run during the year, was: 
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7.08 freight cars per mile of road, against 9.55 in the Ger- 
man Union. 

The proportion of the capacity of the cars utilized while 
running was 41.6 per cent. on the German Union, which 
gives an average load of about 4.6 tons. 

The average number of trains during the year over the 
whole mileage was : 





Freight and 
Passenger. xed. 
Cee Choma FOREN. 6. o:scadeecivanddvewenes 3,04 2,987 
On Austro-Hungarian roads.... ........ 1,153 2,307 ° 
On GHeP TOOES, viva. ov th becctel Veareses 2,775 2,4 
On all Union r0ads......... ssccccccccess 2,389 2.708 
On New York roads.......... 2.534 4,582 


It seems strange here to see ~ mileage of passenger 
trains exceed that of freight trains, as it does on the German 
roads. The above train service on the whole system is 
equivalent to 4.27 passenger and 8.71 other trains each way 
daily 865 days in the year—not by any means a heavy 
tratlic ; and even in Germany it is equal to but 4.18 pas- 
senger trains and 4.09 freight trains each way daily. 

The passenger traffic of the year was as follows, in passen- 
ger miles ; 
Germany 


Austria~Hungary 
Others 


*% 820,639,430 
. 1,224, 1: 46, 650 
B52, 800, 240 


Total . 5,597,576, 320 
This is about ive and one-half times the passenger traffic 
of the New York roads, the mileage being only four times 
as great. More than one-sixth of the Austrian passenger 
movement was due to the transportation of troops for the 
occupation of Bosnia, ete. 
mileage per mile of road was 201,368 in 
111,816 in Austria-Hungary, 225,311 on the other 
Union roads, and on the whole mileage of the German Rail- 
road Union it was 172,518, which is 1 per cent. less than in 
1877, and is equivalent to 235 passengers carried each way 
daily (including Sundays) over the whole system, against 
166 in New York, On one road (the Nuremberg & Fiirth) 
this average was as much as 1,545 daily, the next being 908, 
and on others it-was but 12.8, 13.7, 22.0, 24.7 and 34.2 re- 
spectively. On 27 roads it was less than 70 each way daily. 
The tonnage mileage of freight and the number of ton- 
miles per mile of road were: 





The passenger 
Germany, 





Toun-miles. Per mile. 
GONG 6 sinccaciéccccsvadcteatires 7,790,259, 125 403,173 
Austria-Hungary ............0.+++5 3, yo a4. — 802,072 
‘a i, € as 
GOAL 5 i ccccns send ko0sgraeen eens 540, 331.471 320,053 
Total Union... . <> dsneodtevares 11,664, 180.440 364,561 
New York ee 5807/2 260,813 669,667 


For the whole German Union system this freight traffic is 
equivalent to 500 tons, on the New York roads to 917 tons 
carried each way daily. Compared with the previous year 
there is an increase onthe German Union roads of 1.2 per 
cent. in the total freight traffic on the German roads, but a 
decrease of 2.74 per cent. in the traffic per mile of road, 

The heaviest freight traffic is at the rate of 2,336 tons each 
way daily (on the uprer Silesian road), the next 1,528 tons, 
on the Emperor Ferdinand Northern. The least freight 
traffic was at the rate of 12 tons, on the Crefeld Industry 
road, On 14 roads it was less than 60 tons each way daily. 
On the New York Central in 1879 the freight traffic was 
equivalent to.3,146 tons each way daily, or one-third more 
than on the German road with heaviest traffic. 

‘The reccipts of the whole system of the Union were as fol 
lows; 





Total. Per mile. 
Oe, Rr ree $83.999,491 2.517 
OGM... . ca <cazammnrnetnaneeeeae 225,9:49,726 6,770 
0 PP ee eee 7,182,837 215 
TAL. .ccccccks cas ashes vars cess $9,502 
ROG DOE ocds:cteikek, ntecrmnecn 89,440,454 10,777 


Three per cent. of the passenger tratlic and 7 per cent. of 
the earnings were from first-class passengers, 19 per cent. 
of the traffic and 80 of the earnings from second-class, 51 
per cent. of the traffic and 47 of the earnings from third- 
class, and 18 per cent. of the traffic and 11 of the earnings 
from fourth-class passengers. The average rates received 
were 3.48 cents per mile for the first class, 2.40 for the second 
class, 1.20 cents for the third class, 0.9 cent for the fourth 
class, and 0.736 cent for the soldiers and others carried at 
less than the regular rates. 

The average receipt per ton per mile was 1.823 cents, 
being 1.657 on the German and 2.231 on the Austro-Hun- 
garian roads, For the same year in the State of New 
York the average was almost exactly 1.0 cent. 

The report gives a statement of the average receipts per 
ton per mile for each class of freight, which we have never 
seen given before for any roads. These rates average in 
cents: 


E “3 ens Treighs, «2... 06seuve 7.90 | Service freight. . 0,70 
Package freight........ ... 4.01 | Equipages.... ...........++. 2.08 
Car-load freight............ 1.54 | Live stock.... .......... «6. 3.57 


What we have called “‘service freight” includes freight 
which the roads are required to carry at reduced rates, etc 
the whole amount of which is trifling, being but about $6 in 
$1,000 of total freight receipts. ‘“ Equipages” include 
horses and carriages together, which are quite frequently 
carried in European countries—much mcre so than in this 
country. ‘The receipts from these are a very small propor- 
tion of the whole, but amount in the aggregate to 
about $1,000,000, or to $80 per mile of road. No less than 
70%; per cent. of the freight eurnings were from car-load 
freights, which are so much lower than for less quantities 
(which are here called *‘ package” freight) that people who 
have small quantities to ship usually resort to a class of 
‘‘ forwarders,” who make a busitiess of collecting small quan- 
tities and uniting them into carloads; 

Tne average car-load rate is equivalent to 74 cants per 
400 lbs, from New York t@ @hicago: 





The average live-stock rate is equivalent to $1.72 per 
100 Ibs. from Chicago to New York, or about three times 
the current rate. It must be remembered that the German 
hauls are very much shorter than this distance, and the 
rates for very short hauls are generally lower than ours. 

Compared with the previous year there was a decrease in 
gross earnings of 1.36 per cent. on the German roads, of 
8.12 per cent. on the Austro-Hungarian, and of 3.13 on the 
other roads. 

The average earnings per mile of road were $9,502, per 
train mile $1.80, and per axle mile 4.4cents. Of the total 
receipts 27 per cent. was from passengers, 71 per cent. from 
freight, and 2 per cent. from other sources. In New York 
the average earnings per train mile were $1.50. and 26% 
per cent. of the total earnings were from passengers, 
64% from freight, and 8% per cent. from other sources, 

The average train-load on the German Union system was 
42 passengers and 151 tons of freight—the latter a very 
large average load. Neither can be ascertained closely, on 
account of the vast mileage of mixed trains, which in the 
above calculations has been counted one-half as freight and 
one-half as passenger-train mileage. On the New York roads 
the average train load was 47% passengers and 151 tons of 


freight. 
With regard to the train mileage, Americans 
will be struck by the enormous proportion § of 


passenger trains on the German Union roads, which is 
44 per cent. of the whole, though the passenger earn- 
ings were but 27 per cent. of the whole earnings, and 
part of them, of course, was made by the mixed trains, 
which were nearly 19 per cent. of the whole. Prob- 
ably nowhere else in the world are so many mixed 
trains run. The freight-train mileage was but 37 per 
cent. of the whole, though 71 per cent. of the earnings were 
from freight. If we call half the mileage of mixed trains 
freight trains, as above, and half passenger trains, the earn- 
ings were $1.04 per passenger-train mile, and $2.80 per 
freight-train mile ; which makes extremely probable the 
complaint iu Germany that passenger traffic does not pay, 
especially as the expenses amounted on the average to 963 
cents per mile for all trains. 

On the New York roads passenger trains were 35.6 per 
cent, of the whole, and made 264¢ per cent. of the earnings, 
besides those for mails and express, and the average earn- 
ings per freight-train mile were $1.51. 

The working expenses were 54 per cent. of the receipts in 
_| Germany, amounting to $5,131 per mile, and leaving $4,371 
per mile of net earnings. (In New York, $4,000 per mile.) 
Of the total working expenses, 8 per cent. wasfor general 
expenses, 31 for guarding and maintaining road, 33 for 
transportation and commercial service, and 28 per cent. for 
train and shop expenses. This is a new division of expenses, 
and is in accordance with the recommendations of the In- 
ternational Statistical Convention, to make possible compari- 
sons with the railroad statistics of other countries. 

The net earnings were equivalent to 4.29 per cent. on the 
cost of the roads; they were 4.42 per cent. on the German 
roads, 4.01 on the Austro-Hungarian lines, and 4.67 on the 
other roads in the Union. This percentage exceeded 7 per 
cent. on 11 roads, and exceeded 10 per cent. on four (11.51 
on the Warsaw & Vienna, 13.95 on the Emperor Fredinand 
Northern, 14.16 on the Newmarkt & Simbach, and 15,08 
on the Upper Silesian); it was less than 2 per cent. on 47 
roads, less than 1 on 27, and the expenses were greater than 
the receipts on 11 roads—two in Germany and nine in Aus- 
tria-Hungary. 

The average dividend actually paid on shares was 4.47 
per cent., against 4.51 in 1877. The average paid in the 
United States last year was 2.49 per cent., and the average 
percentage of net earnings to total cost of road was 4,98 
per cent., against 4.29 on the roads of the German Union. 
In New York the net earnings were 5.24 per cent. on the 
cost and the average dividends were 8.52 per cent. The 
dividends on stock here are reduced by the fact that the rate 
of interest on the bonds is on the average probably one- 
half higher than in Germany. 

The accidents of the year are reported as follows : 


German United 

Union, States. 
SEE, SCOTT OC ET CEO PE 1,395 481 
EE Cp bbocewarxdeiveiecbin an peeeuses Sau 525 220 
Ee cen ec inn dma aaeusen desea alas oe eee 1,800 39 
Total.. Pe . 3, 710 740 

These Sine have next to no apenses for comparison, how- 


ever, unless it is as indicating the comparative frequency of 
the different classes of accidents. The reports for this coun- 
try include but a small portion of the slight accidents, while 
those from the German Union are probably approximately 
complete. The figures make the number of collisions equal 
to 871¢ per cent. of the derailments in Germany and to 46 
per cent. in this country. 

The record of killed and injured by accidents includes, 
besides the victims of train accidents, which alone we re- 
port, alsoall killed on the tracks, etc. But we compare below 
the number of those reported killed or injured by railroad 
accidents without fault of their own (which may include 
some persons getting on or off the cars) with the victims of 
train accidents here, as follows : 


German, Union. United States. 
Dc cwon Si aasoveunrsmuss yer aene 204 
OO eC ro te 387 756 
BD 4 dha ne dances tes aeeneniehe 639 960 


The mileage of road was about 2 times as great in the 
United States, but the passenger traffic cannot have been 
nearly so mtich greater. 

There were in the year in the German Union 58 accidents 
caused by broken axles, 96 by broken tires and 17 by 





broken rails. Inthe same year we reported 18 accidents by 
broken ales; none by broken tires (but five by broken 





wheels), and 17 by broken rails in the United States. There 
were 111 reported here from broken rails in 1873. That 
rails break more frequently here than in Germany may be 
doubted, for the German Union reports that there were 
2,571 cases of rails breaking in 1878, though but 17 of them 
caused accidents. The tracks are so closely watched there that 
unless +he rail causes an accident at the moment it breaks itis 
not likely todo so at all. There were also in the German 
Uniou no fewer than 3,792 cases of broken tires, 2,816 of 
them on car wheels. These are almost entirely avoided 
here by the use of cast-iron wheels 

There were employed on the roads of the German Railroad 
Union at the end of 1878 422,378 men, 195,274 
of which counted as regularly appointed em- 
ployés (whose positions are permanent) and 227,- 
104 as day The average number per 
mile of road was 12.72—probably considerably more than 
twice as great and perhaps three times as great as the aver- 
age in this congagean The number was 13.85 on the German 
roads, 11.27 on the Austro-Hungarian, and 10.95 on the 
other roads. The New York Central & Hudson River road, 
which has a passagef traffic 70 per cent. greater and a freight 
traffic six times as great as the average of the German Union 
roads, about the same time had an average of 10.73 em- 
ployés per mile of road, 

The work performed per employé on this road and the av- 
erage German Union road was; 


were 


laborers. 


N. we Cen. German Union, 
Passenger miles............... ovee B4,00e 13,562 
Ton miles aan ar os 3 £962 28,660 
Thus one man on the » Ne Ww te k Central effects just about 
twice as much passenger transportation and seven and a half 
times as much freight transportation as one man on the 
German Union roads! It is true that the New York Central’s 
enormous traffic gives it a great advantage in this respect, 
as the number of employés does not have to be increased in 
proportion to the increase in traffic. On this account we 
compare a road with a comparatively thin traffic with the 
German Union roads : 


Chic. & N. W. Ge rman Union. 
Passenger miles.. f 13,625 652 
Ton miles..... . .. 80,052 28'660 


The eetapbcaiiaas that year had less than one-third the 
passenger traffic and 12 per cent. less freight traffic per mile 
than the roads of the German Union, yet one of its employés 
effected the same amount of passenger transportation and 
180 per cent. more freight traffic than the German Union 
employé. This probably more than anytbing else explains 
the cheapness with which American are worked 
when compared with German and = other’ Euro- 
pean roads on which wages and the prices of most materials 
are very much lcwer. It also indicates incidentally why the 
expense per unit of traffic decreases with the density of the 
traffic, when we find that ona road managed with the severe 
ecouomy enforced on the Northwestern an employé effects 
but half as much passenger traffic and but three- ighths as 
much freight traffic as one on the New York Central. 


roads 


Foreign Railroad Notes. 





Railroad 
the oecasion of a debate which we have already mentioned, 
the impossibility of state railroad management in Russia 
was asserted on the ground that if the stockholders interested 
were excluded from the there would be a 
possibility of ruinous contracts in favor of individuals, 
in illustration, famous 
contract of the American Winans, who died recently, 
the government the Nicholas Railroad. By 
the use of considerable money Winans succeeded 
a contract, to extend from July J, 1866, for eight years, by 
which the government was to pay him for oiling cars and 
small car repairs at an agreed rate per passenger and per ton 
per mile. Besides he received a fixed sum of 104,000 roubles 
($78,000) per year for painting and maintaining the interior 
of the passenger cars, 38,000 roubles ($28,500) for keeping 
up the shops, and finally 520,000 roubles ($390,000) yearly for 
renewing what rolling stock might be worn out. In this way 
the cost of renewalsalone run up to about $1.10 per train mile, 
while this expense after dissolving the contract was but 53 
cents. With an average of 5,000,000 train miles per year 
on the Nicholas road,the Great Russian Company, which, on 
the Ist of September, 1868, with the road bad to take the 
Winans contract from the government also, was compelled 
to break this contract at any cost, and, after endless negoti- 
ations, in the year 1872, succeeded, by an arrangement by 
which the government paid Winans a penalty of $3,750,000, 
which the Great Russian Company paid back with interest 
within four years. If the work under the contract had been 
continued it would have cost the company than one- 
third of its net earnings, since the yearly saving amounts 
to nearly 3,500,000 roubles (2,625,600),” 

Another contract which the government had made for the 
same road with asleeping-car company was settled shortly 
afterward by the government’s taking from the company 
the few cars it had on hand and paying $875,000 for them 
and $52,500 a year for the unexpired seven years of the 
contract. 

This would indicate that there is a considerable class of 
enterprising gentlemen in this country whose proper field is 
Russia, to which country they are commended. 

The reports to the Minister of Transportation of Russia 
for the year 1879 (which do not include the roads of the 
Province of Finland) show that there were 14,020 miles of 


The Journal of the German Unicn says: “On 


management 
and, 
the details were published of the 
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more 


railroad in operation in the Empire during that year, on 
which the average earnings per mile of road were $11,125. 
There were opeved during the year 870 miles of new toad, 
188 miles of whieh were in the Urak Mountains; on the 
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Asiatic border. The aggregate number of passengers car- 
ried in 1879 was 29,469,431, besides 3,777,649 soldiers, and 
the number of tons of freight carried was 13,507,000, be- 
side 47;300 tons of express goods, or freight carried on pas- 
senger trains. The number of passengers carried on these 
14,000 miles of road was about four times as great as the 
number carried on the 1,018 miles of the New York Central 
in 1879, and the number of tonsof freight just one-half 
greater. 

The Odessa Chamber of Commerce, in discussing the com- 
petition of American with Russian grain, lays great stress 
on the low rates on American railroads, But the rate given 
for Russian roads cannot be considered high. It is 
1.7 cents per ton per mile, or at the rate of 7614 cents 
per 100 lbs. from Chicago to New York. But the 
Russian roads leading to Odessa are not like our 
roads between Chicago and New York, but are primary 
receivers of grain, more like the roads carrying from the 
West to Chicago or St. Louis. But the other charges in 
Russia are high, that for weighing, loading, etc., being 
given as 7!¢ cents per 100 lbs., besides a considerable injury 
by loss and damage on the route. The Odessa Chamber 
asks for more railroad competition and for the improve- 
ment of the three important ones emptying into the Black 
Sea, the Bug, the Dnieper and the Dniester. 

The capacity of the Russian anthracite mines of the 
Donetz has been reported as 3,000,000 tons; but it is charged 
that the inability of the railroads to manage so much busi- 
ness has reduced the amount marketed about one-half. One 
of them carried 900,000 tons and the other 660,000 in 1879- 

Russian freight receivers have complained that they were 
often charged with long storage for freight when they had 
received no notice of its arrival, the station agents insisting 
that such notice had been sent. A ministerial decree aims 
to relieve them from this trouble by instructing that any 
one expecting freight may at any time apply to the station 
where it is to arrive and in reply to his answer whether it 
is come, receive a dated memorandum inscribed “ arrived ” 
or “not arrived,” and then the station men cannot charge 
him storage until it has arrived ! 

The Russian government has laid a tax of about 2 cents 
per ton on all freight to raise money to provide store-houses 
and improved appliances for loading and unloading. As 
g ain is frequently piled up out of doors for weeks at stations, 
waiting for a chance to be shipped, the store-h ouses seem to 
be needed, 

A number of German railroads last summer introduced a 
new kind of family excursion tickets. They are round-trip 
tickets, good for 40 days, the journey in entire direction to 
be made without stop-over, and the peculiarity is in the re- 
duction for numbers. Thus, a single round-trip ticket 
between Berlin and Gotha being 26.90 marks for the second- 
class and 17.90 for the third, for a party ticketed and travel- 
ing together the prices for each are : 


SECOND CLASS THIRD CLASS, 


Rate for Rate for 

No. of each, No, of each, 
party. Marks. party. Marks. 
4oro pare eT a! ee 14.30 
6or7 ’ s Re Fee sesonacacs ca0 13.40 
8 or more PEABO BOG set incs -« vees 12.50 
Thus the family or party of 10 persons going third-class 


would pay but 125 marks instead of the regular round-trip 
rate of 179 marks for their journey—a saving of no less than 
30 per cent., and on a party of Ssecond-class passengers the 
proportion of saving would be very nearly as great. In this 
country such tickets would probably be utilized most by 
families going from the cities to board in the country in 
suramer. ‘The making up of parties not families or friends 
to get the benefit of the reduction is made difficult by the 
fact that they must all returv as well as go together. 

Among the Germans who had experience with our bag- 
gage-checking system in 1876 was Dr. Wedding, an eminent 
mining engineer. A few months ago he proposed in the 
Berlin Railroad Science Society to appoint a committee to 
see if the system, or something like it, could not be intro- 
duced into Germany. Such a committee was appointed, 
among whose members were Dr. Wedding and Mr. Bartels, 
who is also familiar with our roads. This committee re- 
ported that the ‘railroad operating regulations” would 
have to be changed by the Federal Council before the system 
could be introduced, and it did not recommend its 
introduction just as it is here, but, in the first 
place, made it alternative with the present German system, 
proposed a uniform charge of 12 cents for each piece of bag- 
gage carried for any distance whatever, with great limita- 
tion of liability in case of loss, and a somewhat different 
check ; but as it was not certain that the roads would not 
lose money by giving up the old s,;stem, under which they 
have considerable receipts for extra baggage, the society 
proposed that further statistical investigation be made be- 
fore anything is done. The charges in Germany for 
receipts over 55 lbs. are now very high for long distances— 
about as much as the fare if the quantity is considerable; and 
with the complaint general that passenger traffic hardly 
pays expenses, itis felt that the railroads cannot give up 
what they earn from extra baggage. Why they cannot 
keep the limit at 55 lbs. and still check the baggage, whether 
free or extra, does not appear clear. 

In Germany, when a passenger presents baggage to be car- 
ried, it is first of all weighed (55 lbs. is allowed free), and 
then begins work on a baggage manifest which is divided 
into four parts. One of these is a stub, left in the baggage 
receipt-book at the station ; the second goes to the baggage 
man in the car, and serves as his bill of lading ; the third is 
handed to the passenger, and the fourth, which, besides the 
names of the points of shipment and destination, has the 
numbers that are on the vther sections, is pasted upon 
the baggage. On the first and third sections are written the 


declared value of the baggage and the freight that has been 
paid on it. 

In Holland in 1879 the leading railroad company worked 
637 miles of road, and got an average service of 20,515 
miles run out of its locomotives, of which 16,700 miles was 
on revenue trains. 

The Journal of the German Railroad Union is publishing 
a translation of the first 85 pages of the report of the Special 
Committee on Railroads of the New York Assembly—includ- 
ing the complaints of the Chamber of Commerce and the 
joint reply of the Erie and New York Central companies. 
The translation is introduced as follows: ‘‘For German read- 
ers these proceedings have a special interest in so far as they 
show that railroad business everywhere gives rise to the 
same complaints, and that those complaining are everywhere 
inclined either to go too far, or to look in the wrong place 
for the occasion of the evil complained of.” 

Dr. Engel, the Chief of the German Bureau of Statistics 
and one of the first of living statisticians, has recently pub- 
lished a volume entitled ‘*The Age of Steam,” in which he 
gives the completest information ever collected as to the ex- 
tent to which steam is used and results effected by it. In 
the course of it he gives the average rates of transportation 
before the days of railroads as about 91 cents per ton per 
mile, and 2.08 cents per passenger per mile. Reckon- 
ing on this basis, the cost of the freignt carried 
by rail in Prussia from 1844 to 1878 was about 
$4,640,000,000 less than if it had been carried by the old 
methods (had that been possible), and it is estimated that the 
time saved by passengers was worth $238,000,000 more, 
reckoning the value of the time at only 2!¢ cents an hour, 
The saving of fares to passengers amounted to about $200, 
000,000 more, and so the whole saving was $5,078,000,000, 
of which $475,000,000 was in the single year 1878. 

Both Engineering and the French Revue Industrielle have 
published an engraving of the locomotive ditcher of Mr. A. 
E. Buchanan which we described and illustrated recently. 

The Manager of the Western Railroad of France, Mr. De- 
lessert, has had some passenger cars made in which the seats 
and the floor on which the passengers’ feet rest while sitting 
are combined in a frame which is suspended on springs, which, 
as we understand, take the place of part of the usual springs 
under the car. The spring is half of a semi-elliptic, and is 
placed directly under the seat. The result is said to have 
been satisfactory. 

On the 1st of May last the Northern Railroad of France 
had 181 locomotives and 550 cars fitted with the improved 
Smith vacuum brake, equipping 22 daily trains, including 
the express trains from Paris to Calais, Boulogne, Lille and 
Soissons. By the close of this year it expected to have 
378 engines and 800 cars equipped. It announces that soon 
it purposes to put this vacuum brake on the engine, tender and 
front car (a special brake car) of freight trains. The com- 
pany has had a double pipe put on, tomake it quicker to act, 
and the report to the French Minister of Public Works on ac- 
cident prevention says that now it only takes five seconds 
to exhaust the air from one end to the other of atrain of 24 
cars, and in case of a leak at any point in the double line, 
the brake will still work. This report says that the Paris, 
Lyons & Mediterranean road, which has _ been 
experimenting with both the Smith and the West- 
inghouse brake, finds that the Smith brake gives stops 

within 1,0C0 ft. from a speed of 40 to 42 miles 
an hour on grades of 21 to 26 ft. per mile, and the 
Westinghouse brake a little shorter stops under the same 
circumstances. The company has not yet decided for either; 
but looks for a brake which shall have the simplicity of the 
Smith and the automaticity of the Westinghouse. It says 
that the Southern Company seems to have given the prefer- 
ence to the Westinghouse system, and is now fitting that 
brake to new rolling stock for fast trains about to be put on 
between Bordeaux and Cette, and between Narbonne and 
the Spanish frontier. 

The whole number of furnaces in Great Britain and the 
number in blast at four different dates within the past year 
are reported as follows in Ryland’s Jron Trade Circular, 


Nov. 13. Mareh3l. June30, Sept. 30. 
1879. 1880, 1880, 1880. 
Whole number built.. 497 950 947 955 
Number in blast.... . 457 597 559 554 


Thus, though there is a decrease of 7 per cent. in the num- 
ber in blast since March, there is an increase of no less than 
20 per cent. since November. 





Record of New Railroad Construction. 


This number of the Railruad Gazette contains informa- 
tion of the laving of track on new railroads as follows: 

St. Louis & San Francisco.—Track laid on the Arkansas 
Branch from near Pierce City, Mo., southward to Washburn. 
25 miles. 

Atchison, Topeka & Santa Fe.—Track has been laid on the 
Manhattan, Alma & Burlingame Branch from Burlingame, 
Kan., northwest to Manhattan, 59 miles. 

International & Great Northern.—Extended from San 
Marcos, Tex., southwest to York Creek, 8 miles. 

Danville, Olney & Ohio River.—Extended from the Em- 
barrass River to West Liberty, [ll., 13 miles. Gauge 3 
feet. 

Walton.—Track laid from Social Circle, Ga., towards 
Walton, 8 miles. Gauge 5 feet. 

This is a total of 118 miles of new railroad, making 4,388 
miles thus far this year, against 2,739 miles reported at the 
same time in 1879, 1,635 miles in 1878, 1,668 miles in 1877, 
1,875 miles in 1876, 986 miles in 1875, 1,363 miles in 1874, 
8,075 miles in 1873, and 5,709 miles in 1872. 


THE CHICAGO SOUTHWESTERN PASSENGER WAR came to 





an end last Friday as suddenly as it began, and is succeeded 





by a combination which extends to the passenger business of 
the roads, and is similar to the combination of the South- 
western Association over the freight traffic of the same 
roads, and includes a modification of the freight apportion- 
ment of that Association. The conference «f the repre- 
sentatives of the companies in New York last week is 

said to have been a somewhat warm one. It was 
regarded as significant that Mr. Jay Gould _rep- 

resented in this conference not only the Missouri Pacific, of 

which he is President, but also the Wabash, St. Louis & 

Pacific, of which he is not an officer (but a member of the 
Executive Committee of its board of directors) and which 
he has not appeared to be actively interested in for some 
time past, its President, Mr. Solon Humphreys, or its Vice- 
President, Mr. A. L. Hopkins, usually appearing as its execu- 
tives. Moreover, Mr. Gould is said to have been very decided 
in asserting the claims of the Wabash, and he really 
seems to have been pretty successful in getting 
them allowed. We understand that the division of passen- 
ger earnings is to be made equally among the several roads, 
Toledo passengers being counted to the Wabash the same as 
Chicago passengers, and that the arrangement goes back to 
cover the whole time of the war. Tickets are to be good 
over either road in the Association, and this will make the 
unlimited tickets issued by the Wabash between Chicago 
and St. Louis and by the Chicago & Alton between St. Louis 
and Kansas City a burden on all the companies 
alike; that is, the expenses of the war will be borne 
equally by the parties to it. By this arrangement it becomes 
a matter of indifference to the Wabash, so far as passenger 
wusiness is concerned, when it gets to its permanent and cen- 
tral station in Chicago, or whether it gets any of the traffic 
there, except as it may affect a claim for a reapportionment 
of the passenger traffic, which may be claimed by any party 
to the agreement after six months, as with the freight 
traffic in the Southwestern Association. Of this latter the 
Wabash is to be assigned a percentage to and from 
Chicago by arbitration to be made by Nov. 15 and 
applying to the traffic as far back as Oct. 1, and that com- 
pany may demand a new award as soon as it reaches its final 
Chicago terminus, without waiting for the six months which 
must, asa rule, elapse, before uny epportionment can be 
changed. The passenger tratlic as well as the freight traffic 
will be attended to for the pre-ent by Commissioner Midg- 
ley, of the Southwestern Association, though this may not 
be a permanent arrangement. 

Thus, after less than two weeks’ war, an alliance is conclu- 
ded which differs from the old one not only by providing 
for the Wabash at Chicago, but also by including the pas- 
senger as well as the freight traffic. The Southwestern As- 
sociation in this now resembles the Chicago-Omaha pool, and 
it is thought probable that in time they will be consolidated. 
When the Wabash completes its Chicago-Oinaha line and 
the Atchison, Topeka & Santa Fe makes its junction with 
the Southern Pacific, the common interests of the two 
groups of roads will be greatly increased, 


PENNSYLVANIA RAILROAD EARNINGS, like the Now York 
Central's, show a lower rate of increase in Septemoer than 
for many months previous, it being but 9.3 per cent.. against 
24.8 in August and 23.5in July. There his been but one 
other month this year (February) that the increase has been 
less than 20 per cent., and for the nine mcnths ending with 
September it has been 23.4 per cent. 
the rate of increase is chiefly due to the fact 
that September earnings were exceptionally large 
last year; but, as in the case of the New, York Central again, 
this year September earnings were a little less than August 
earnings, which has happened but once before (in 1878, when 
the August grain movement was the largest ever known) for 
at least five years. But, with the exception of August, the 
earnings in September are the largest of the year, and they 
are larger than in any previous month since 1876, when they 
were swelled by the Centennial travel, and then were ex 
ceeded only in September and October, For four years 
the earnings for September and for the nine months have 
been: 


This decrease in 


1880, 1879. 1878. 1877. 
September......... $3,647,544 $3,356,529 $2,808,646 $3,006,408 
Nine months.......80,254,615 24,516,211 22,819,018 22,006,258 

Thus the earnings for the nine months were not only 23.4 
per cent. more than last year, but 32.6 per cent. more than 
is 1878, and 37.5 more than in 1877. 

The September report this year is distinguished by a very 
large increase (24!¢ per cent.) in the expenses, the increase 
for the previous eight months having been less than 20 per 
cent. This great increase is doubtless due to charging to ex- 
penses expenditures which were for permanent improve- 
ments or for renewals properly chargeable to the business of 
previous years. These large expenses brought the net earn- 
ings in September below those of last year ; the net earnings 
of the nine months, however, are 28.2 per cent, greater than 
last year, and this addition is equivalent to 4 per cent, on 
the stock, while the gain on the Western leased lines amounts 
to half as much more. 


FREIGHT RATES IN FRANCE are the subject of a very in- 
teresting essay by a French engineer, a translation of which 
we publish elsewhere. The restrictions to which the com 
panies are subject in making their rates seem intoleruble, and 
must very greatly limit their ability to develop traffic ; and 
yet the French public complains that the state has no effi- 
cient control, and seriously 
state acquire the roads, Apparently in 
try on earth where there are railroads, whatever the system, 
from the most unrestricted independence of the companies 
through all degrees of state supervision to the pure state 


proposes to have — the 


every coun- 





system, there are the same complaints of excessive and un 
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equul rates. No degree of government control prevents 
this, but it does seem to prevent the development of cheap 
transportation that fullows where the railroads have soime- 
thing like freedom of action. We cite what M. Lével gives 
as evidence of rapid progress in France, and compare it with 
experience in this country. 

In 1878 the freight traffic of the whole French railroad 
system was equivalent to 5,500,000,000 tons carried one 
mile, on which the average rate received was 1.695 cents. 

In 1855 the traffic was a little more than 1,000,000,000 
ton-miles and the average rate 2.260 cents. In New York 
in 1878 the traffic was 5,800,000,000 ton-miles and the 
average rate 0.999 cent. In 1855 the traffic was 351,000,000 
ton-miles and the average rate 4.81 cents. 

In France traffic increased 450 per cent. and the rate de- 
creased 25 per cent. in the 23 years; in New York the traflic 
increased 1,557 per cent. and the rate decreased 77 per 
cent., and reached a point 40 per cent. below the French 
rate. 











Water Rates have changed as follows during the week 
ending with Wednesday. Lake rates have declined. Quoted 
at '7!¢ cents a bushel for corn and 8 for wheat from Chicago 
to Buffalo on Thursday of last week, they fell off at one 
time a cent, and on Wednesday of this week are reported 
at 6% to 7 cents for corn and half acent more for wheat. 
Canal rates ndvanced a quarter of a cent after Wednesday 
of Jast week, and till Sunday remained at 614 cents for 
corn and 6% for wheat from Buffalo to New York. On 
Monday the rate further advanced % cent, and Wednesday 
the quotations were 74 cents for corn and 8 for wheat, 
which are only a cent less than the rail rates. Wednesday’s 
quotations make the cost of sending a bushel of wheat from 
Chicago to New York by water 16% cents, against 18 cents 
by rail, and for corn 15% to 1544 by water, against 16.8 by 
rail. Last year at this time the cost by water was about 3 
cents higher, and the railrate per 100 lbs. was 5 cents 
higher. Lake rates were about the same as now at this time 
last year, but canal rates were 40 per cent. higher. 

Ocean rates have varied very little during the week, grain 
by steamer to Liverpool having been quoted at 6d. per bushel 
every day. 








Tut WaABASH-BURLINGTON CONTEST, regarding the con- 
struction of lines in Southwestern Iowa, was settled last 
week on the basis indicated in our last number. The Wabash 
is to extend its Missouri, Iowa & Nebraska road tu Shenan- 
doabh, so as to complete a direct line from Keokuk to Council 
Bluffs, but not beyond Shenandosh, and for the 100 
miles or so from Humeston to Shenandoah there is 
to be but one read, which is to be owned in common by the 
two companies—precisely what we suggested in discussing 
the subject a month or soago. This gives the Wabash its 
line with the least possible building of road and division of 
the local traffic and competition for that traflic, and so saves 
money to both companies. The Wabash is said to agree not 
to extend its Missouri, lowa & Nebraska road to Nebraska 
for five years. _ 


New York CENTRAL FREIGHT EARNINGS were not only 
smaller in September than the previous month (the total 
earnings being largerin September than in any other month 
of the fiscal year except August), but they were smalier 
than in any other month of the fiscali¥ear except February 
and May—a great contrast with the previous year, when 
they were largest in September. They were 9.3 per cent. 
less than in August and 6,6 percent. less than in July, when 
{eight earnings are ordinarily quite light. The passenger 
traffic, on the other hand, was much larger in September 
than in any other month of the year, and 12.6 per cent. 
larger than in August, which stands next to it, and 18 per 
cent. greater than the largest monthly passenger earnings in 
the previous year, which were in October. 

CuicaGo-NEW YorK PASSENGER Rates, and doubtless all 
pessenger rates between Chicago and Eastern competing 
points, continue badly demoralized, and wkeu passengers 
pay full rates for tickets it is usually because they do not try 
to get them cheaper. There isno open war, but if there 
was any prospect that one would result as the Chicago- 
Sonthwestern passenger war did last week, a million dollars 
or so might be made within a year by reducing the rate be- 
tween New York and Chicago toa dollar to-morrow. Ap- 
parently no steps will be taken to mend matters until ruin 
threateas, and the worse things are the better the chance for 

reform. 





General Qailroad Wews. 
"MEETINGS AND ANNOUNCEMENTS. _ 


Meetings. 

Meetings will be held as follows: 

Boston & New York Air Line, special meeting, in Middle- 
town, Conn., Nov. 4, at 1 p. m., to vote on the question of 
authorizing a new mortgage and the issue of $500,000 new 
bonds to retire the existing issue of the same amount. 

New York, Lake Erie & Western, annual meeting, at the 
—- New York, Nov. 30, at noon. Transfer books close 

ct. ov. 











Dividends. 

Dividends have been declared as follows : 
= —— & Providence, 4 per cent., semi-annual, payable 
NOV. 1. 

Boston & Maine, 4 

Atchison, Topeka 
able Nov. 15. 

Cur Trust of Pennsylvania, 114 per cent., quarterly, pay- 
able Nov. 1. 

Railway Equipment Trust of Pennsylvania, 2 per cent., 
quarterly, payable Nov. 1. 


r cent., semi-annual, payable Nov. 15. 
Santa Fe, 2 per cent., quarterly, pay- 


THE RAILROAD GAZETTE. 


Manchester & Lawrence, 5 per cent., semi-annual, payable 
Nov. 1 


Foreclosure Sales. 

The St. Louis & Southeastern road will be sold in Spring- 
field, I)., Noy. 16, by Special Commissioners I. A. Jones and 
W. P. Fishback, under the decrees of foreclosure granted by 
the United States Circuit Court. The sale will include the 
line from East St. Louis to Evansville, with the O’Fallon and 
Belleville branches, 208 miles in all, with all equipment and 
appurtenances. The terms of sale are $150,000 cash at the 
time of sale, the balance to be paid when tbe court may 
direct, either in cash or bonds of the foreclosed mortgages. 
Arrangements have been made for the purchase and reor- 
ganization in the interest of the Louisville & Nashville Com- 
pany. 

American Society of Mechanical Engineers, 

The following circular was issued by the Treasurer and 
Acting Secretary, Mr. L. B. Moore, on Oct. 27 : 

‘‘In consequence of the growing indications of a large at- 
tendance at the approaching annual meeting, it has been 
thought best to secure greater facilities than are afforded by 
either of the places heretofore contemplated or announced. 
The Committee have, therefore, hired the Union League 
Theatre, Twenty-sixth street, between Madison and Fourth 
avenues, New York City, for the purpose of holding the first 
annual meeting of the Society. The auditorium is about 40 
by 45 feet in size ; seats 400 people, and is well lighted, 
warmed and ventilated. The session will begin at 2 p. m., 
Thursday, Nov. 4, 1880.” 


Order of Railway Conductors. 


The thirteenth annual meeting of this Association was 
held in St. Louis, Oct. 19, with a large attendance of dele- 
yates. (Grand Chief Conductor John B. Morford presided. 
"he order was reported in a prosperous condition, with in- 
creasing membership. The usual routine business was trans- 
acted, but full reports of the meeting have failed to reach 
us. 


Association of Railroad & Omnibus 
Transfer Lines. 


National 


The first semi-annual meeting of this Association was held 
in Cincinnati, Oct. 19. The object of the organization is to 
establish a system of transferring baggage, checking, etc., 
as nearly uniform as the wants of the different localities will 
permit, bringing about a better recognition of the lines by 
the traveling public and railway companies who do business 
with them, establish a schedule of theatrical and other rates, 
adopt plans for better protection against the absconding 
debtors, and enter into agreements that will afford mutual 
protection and aid in prosecuting tke business of transferring 
passengers and baggage. A committee was appointed to 
represent the Association in the Nationa) Ar-ociation of Gen- 
eral Passenger Agents at their semi-ann’». meeting at St. 
Louis in March next, to present tu that vody plans for 2e 
better protection of omnibus lines in the matter of tru. "er 
coupons atteched to railroad tickets and sold by rai.> ay 
ticket agents. It is claimed bv the transfer lines that, under 
the present system, they are subject to great loss, because 
they have no meaus of collecting the coupons which are on 
their vouchers except from the passengers, and thata large 
percentage is lost on account of passengers often preferring 
to walk to and from the points of transfer, leaving their bag- 
gage for the transfer companies to haul, but retaining the 
coupons through carelessness or thoughtlessness. The next 
meeting will be held at Indianapolis on the third Tuesday in 
April, 1881. 


ELECTIONS AND APPOINTMENTS. 


Boston d& Albany.—Assistant Superintendent Walter 
Barnes is appointed Acting Superintendent during the ab 
sence of Superintendent Russell on account of ill health 
Mr. W. H. Russell, Jr., is appointed Division Superintendent 
in charge of the line from Pittsfield to Albany, with office at 
Albany, N. Y. Mr. J. B. Chapin has been appointed Acting 
Assistant Superintendent of the same division, Mr. Charles 
E. Grover has been appointed Divisicn Superintendent in 
charge of the line trom Worcester to Pittsfield, with office 
in Springfield, Mass, 





Boston, Revere Bewch d& Lynn.—At the annual meeting 
last week the following directors were chosen: John B. 
Alley, Amos F. Breed, T. B. Dix, N. Gibson, A. B. Martin, 
Charles W. Slack, David H. Sweetser, Edward Tyler, 
Edwin Waiden, Daviau L. Webster, John G. Webster. The 
board re-elected Edwin Walden President. 


Boston, Winthrop & Point Shirley.—At the annual meet- 
ing, Oct. 26, the following directors were chosen: L. G, Ir- 
win, Winthrop, Mass.; C. A. Parks, Wakefield, Mass. ; F. H. 
Hills, Newton, Mass.; Francis French, 8. W. Hale, Keene, 

i. 


aX. 


Bradford, Bordell & Kinzwa,—Mr. John A. Reed has 
been appointed Auditor. He was formerly on the Buffalo & 
Southwestern road. 


Butler d& Detroit.—The directors of this company, 
which is to build the section of the Detroit, Butler & St. 
Louis road in Ohio and Indiana, are; R. A. Alger, G. W. 
Balch, C. H. Buhl, R. W. Gillett, James F. Joy, James 
MeMillan, Allen Sheldon. Mr. James F. Joy is President. 


Chicago, Burlington & Quincy.—Mr. Thomas J. Potter, 
late Assistant General Manager, has been appointed General 
Manuger of all the company’s lines east of the Missouri 
River. His office will be in Chicago. The appointment 
takes effect Nov. 1 next. Mr. W. H. Firth is appointed 
General Western Passenger Agent of this company 
in charge of the territory from Cheyenne to Buffalo and 
Pittsburgh, with headquarters in Chicago. Tue appoint- 
ment dates from Novy. 1. 


Chicago & Eastern Illinois.—At the annual meeting in 
Chicago, Oct. 19, the following directors (one-third of the 
board) were chosen for three years: E. F. Leonard, Spring- 
field, [1].; Joseph G. Engtish, Danville, Ill; John N. Brook- 
man, New York. All are re-elected. The board re-elected 
F, W. Huidekoper, President; A. 8. Dunham, Secretary and 
General Passenger Agent; J. C. Calhoun, Treasurer; Henry 
Crawford, General Solicitor; O. 8S. Lyford, Superintendent; 
Robert Forsyth, General Freight Agent; Allen Cooke, Mas- 
ter Mechanic. 


Chicago, Milwaukee & St. Pwul.—Mr. W. G. Swan is ap- 
pointed Superintendent of Freight Traffic, a new office, and 
will have especial charge of the through freight traffic of the 
company. r. George Olds succeeds Mr. Swan as General 
Freight Agent, and will have charge of the local freight 
business. Offices in Milwaukee. 

Chicago, Rock Island & Pacific.—Mr. M. Temple has 
been appointed Ticket Auditor. Mr. 8, F. Boyd, formerly 
of the Indianapolis, Decatur & Springfield road, succeeds 
Mr. Temple as Chief Clerk of the Ticket Department. 


Danville, Omey & Ohio River.—At the annual meeting in 





Concord, 5 per cent., semi-annual, payable Nov. 1. 


Kansas, Ill., recently, the following officers were chosen : 
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President, Parker C. Chandler; Vice-President and General 
Manager. Charles Howard. 


Detroit & Pelican Valley.—The officers of this company 
are : President, G. W. P. Bowman: Directors, Francis C. 
Choate, George H. Johnson, rank LaCrosse, W. W. Ross- 
man, 8. H. Sutherland, H. N. Wilcox ; Secretary and Treas- 
urer, L. 8S. Warner. Office at Detroit, Becker County, Min- 
nesota 


Evansville, Cincinnati, Dayton & Eastern.—The directors 
of this new company are: John N. Hayward, Henry Earle, 
Nathan D. Putnam, Thomas J. Brady, E. C. Humbert, M. A. 
Bryson, A. W. Platt, Samuel Vickery, J. A. Deneke, 8. P. 
Gillett, J. J. Kleiner, J. Condit Smith. 


Evansville & Terre Haute —At the annual meeting in 
Evansville, Ind., Oct. 19, the following directors were 
chosen: Samuel Bayard, C. R. Bement, ——. Collett, W. 
Heilman, F. Hopkins, W. R. McKeen, D. J. Mackey, J. E. 
Martin, D. W. Minshall, Samuel Orr, H. M. Sweetser, James 
H. Turner, L. L. Watson. The board re-elected John E. 
Martin, President and Superintendent; Frederick Heakes, 
Secretary and Treasurer. 


Galveston, Houston & Henderson.—Mr. C. L. Leslie has 
been appointed Assistant General Manager. He was former- 
ly on the Kansas Pacific. 


Indianapolis, Decatur & Springfield.—Mr. M. R. 
Spellman is appointed Master of Transportation, and will 
have full charge of the distribution of cars. 


Jeffersonville, Madison & Indianapolis.—Mr. E, W. Cart- 
wright has been appointed Northwestern Passenger Agent, 
with office in Chicago. 


Kentucky Central.—Mr. C. A. Haslett has been appointed 
General Traveling Passenger Agent of this company, in 
place of Mr. George E. Coleman, resigned. Appoiutment to 
take effect from Oct, 20, 


Lake Erie & Western.—At the annual meeting, recently, 
the following officers were re-elected: C. R. Cummings, 
President; J. H. Cheney, Vice-President; C. 5. Brice, At- 
torney. 


Nashville & Decatur—At the annual meeting in Nash- 
ville, Tenn., Oct. 20, the following directors were chosen: 
J. W. Sloss, W. M. Duncan, John Orr, John F. Wheless, 
A. H. Lusk, Byrd Douglass, John Ramage, D B. Cliffe, 
J. W. Baugh, John Frierson, Lucius Frierson, T, M. Jones, 
S. E. Rose, J. T. Tanner, George Mason. The road is leased 
to the Louisville & Nashville. 


New Orleans, Mobile &: Texas.—At a meeting held in New 
York, Oct. 22, the board elected C. C. Baldwin, George C. 
Clark, E. H. Green and H. Victor Newcomb directors, to fill 
vacancies made by resignation. The board then elected 
George C. Clark President. The road is leased to the Louis- 
ville & Nashville. 


New York & Manhattan Beach —The following officers 
were elected at the annual meeting this week: President, 
Austin Corbin ; Vice President, J. B. Upham ; Secretary and 
Treasurer, G. G. Moulton. 


Ohio d& Mississippi.—The board has elected Wm. F. Mc- 
Clintick, President; W. M. W.lton, Secretary; E. K. Pin- 
nett, Assistant Secretary. 


Ohio Central.—Mr. Hudson Fitch has been appointed Gen- 
eral Wreight and Tick+t Agent for this company. All cor- 
respondence pertaining to these departments should be 
addressed to him. Office at Columbus, Ohio. 


Shenandoah Valley.—Mr. Charles P. Hatch is appointed 
General Freight and Passenger Agent, vice Mr. G. H. Dug- 
dale, resigned. Address, Hagerstown, Washington Cvuaty, 
Maryland. 


Southeastern, of Canada,—Mr. T. A. McKinnon has been 
appointed Assistant Manager. He was recently superinten- 
dent of the Canada Central Railway. 


Tehuantepec.—At the annual meeting in Pittsfield, Mass., 
Oct. 20, tae following directors were Ghosen : Edward 
Learned, Pittsfield, Mass.: Ozias Bailey, T. J. Buckley, 
Myron P. Bush, George 8. Cos, Cortland P. Dixon, Hayden 
H. Hell, W. P. Learned, John A. Marvin, New York: 
Manuel Gamboa, Francisco de Herrando, of Mexico. 


Vermont & Canada.—At the annual meeting in Bellows 
Falls, Vt., Oct. 21, the following directors were chosen : 
Francis A. Brooks, Charles E. Billings, John N. Bryant, 
Thomas F. Clary, James W. Johnson, Francis V. Parker, 
Boston; Wm. H. Webb, Philadelphia. 


Wabash, Corning & Counci! Bluffs.—The officers of this 
new company are: President, G. W. Frank ; Vice-Presi- 
dent, A. B. Turner ; Secretary and Treasurer, W. M. Crow- 
ley. Office at Corning, Lowa. 


Western Maryland.—At the annual meeting in Baltimore, 
Oct. 20, the following directors were chosen by the stock- 
holders: Joshua Biggs, Frederick County, Md.: J. K. Long- 
well, Carroll County, Md.; George W. Harris, C. W. Hum- 
richouse, Washington County, Md.; Edward Worthington, 
Baltimore County, Md. 

The Baltimore City Council bas chosen the following city 
directors of the company : Samuel H. Adams, Christian Dev- 
ries, D. J. Foley, G. M. Gill, E. G. Hipsley, N. G. Penniman, 
J. Alexander Preston, Alexander Rieman. 

Wisconsin Central—Mr. Gavin Campbell, heretofore 
Superintendent and Master Mechanic, will hereatter be Su- 
erintendent only. Mr. A. Fenwick has been appointed 

faster Mechanic, with office at Stevens Point, Wisconsin. 


PERSONAL. 


—Mr. Wm. Dowd, President of the Hannibal & St. Joseph 
Company, is the Republican candidate for Mayor of New 
York. 

—Mr. C. O. Russell, General Superintendent of the Boston 
& Albany road, has been granted leave of absence for four 
months on account of ill health. 

—Gen. J. 8. Robinson, Railroad Commissioner of Ohio. 

was chosen a member of Congress at the recent election in 
Ohio, and will, it is expected, resign his office as Com- 
missioner. 
Mr. J. H. Mountain, Chicago Ticket Agent of the Chi- 
eago, Rock Island & Pacific road, has resigned to take 
charge of the interests of the Colorado Mining, Smelting & 
Improvement Company. 

—Mr. Francis B. Hayes is the Republican candidate for 
Congress from the Fourth Massachusetts District. He is a 
director of the Old Colony, the St. Louis & San Francisco 
and other companies, and is well known as a large holder of 
railroad securities. 


—Mr. T. A. ifeKinnon, who recently resigned the position 
ot Superintendent of the Canada Central Railway, was en- 
tertained at a banquet given in his honor by the citizens of 
Brockville, Ont., on the evening of Oct. 18. In the course 
of the evening Mr. McKinnon was presented with a valuable 
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silver set and a very complimentary testimonial by the em- 
ployés of the road. 


—Mr. T. D. Maurer, long Auditor of the Texas & Pacific 
road, was presented with a valuable gold watch and_ chain 
by the general officers of the road, on the occasion of his re- 
tirement from that office. The presentation took place at 
Marshall, Tex., Oct. 11, when a number of the officers were 
oresent, and general regret wasexpressed at parting. Mr. 

faurer is now in Philadelphia. 

fF —Mr. Charles L. Frost died in New York Oct. 26, aged 66 
years. He was born in Portsmouth, N. H., and made his 
first entry into business in New Orleans, but for 30 years 
past had lived in New York. He was one of the builders of 
the Toledo, Peoria & Warsaw, and was connected with that 
and many other roads, chiefly in the West, as stockholder, 
director or trustee. He took an active part during the past 
few years in the reorganization of several of the minor IIli- 
nois roads, and dealt extensively in stocks and bonds. 

—Mr. John Duff died suddenly Oct. 26, at the residence 
of his son, John R. Duif, in Jamaica Plain, Mass., aged 70 
years. He was born in Roxbury, Mass., and began work as 
a small contractor on the Boston & Providence road. Grad- 
ually enlarging his business, he finally became one of the 
most prominent railroad contractors in the country and was 
widely known for the extent and boldness of his operations. 
He built a large part of the Hannibal & St. Joseph, and many 
other western roads, and was one of the chief contractors on 
the Union Pacific. He was noted for his energy and for his 
quickness and correctness in estimating work. He was 
almost unifermly successful in his operations, and leaves a 
large fortune to his family. 

—The Baltimore Gazette of Oct. 23 says: ‘It was learned 
yesterday that Mr. John W. Davis, General Agent of the 
Northern Central Railway Company, has decided to resi 
his position in that corporation and re-enter the service{of 
the Baltimore & Ohio Company. It will be recollected that 
Mr. Davis held an important post a few years ago in the 
Baltimore & Ohio, with the interests of which corporation 
he was prominently identified, and during which period ‘he 
thoviaanibe familiarized himself with its business and organi- 
zation. The duties of his new field of operations will be of a 
more active and extended character than that of the position 
of General Agent, and his thorough familiarity with the 
interests of the Baltimore & Ohio Company, as already 
indicated, will enable bim to discharge them with eminent 
success. Mr. Davis’ withdrawal from the Northern Central 
Company is not the result of any disagreement as to its 
management, or with the officials of that road, with whom 
he has always held and will in the future maintain the most 
friendly relations, and his new position will doubtless go far 
toward promoting a more cordial relation between the two 
corporations. The ability, energy and thorough efficiency 
displayed by Mr. Davis in the position from which he is now 
withdrawing, and also in similar ones in the past, as well as 
his recognized probity in public trusts, are widely known.” 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Nine months ending Sept. 30: 
1880. 





1879. Inc. or Dee. P.c. 
Atchison, Top. & 

5. Fe .oeee $5,841,000 = $4,332,551 1. $1,508,449 34.1 
Chi. & West 





Mich.... 603,361 462,274 I. 141,087 930.5 
Cleve., Mt. Ver- 

non & Del... 311,014 282,256 1. 28,758 10.2 
Det., Lansing & 

| ee. P 871,054 787,974 1. 83,080 10.6 
Kan, City, Ft. 

Scott & Gulf... 814,187 612,735 I. 201,452 3832.9 
Kan. City, Law. 

| Seer 530,763 341,173 I. 189,590 55.6 
Marq., Houghton 

& Unt... ia 656,364 449,386 1. 206,978 46.1 
Memphis, Pad, & 

No - ; 149,666 111,503 I. 38,163 39.2 
Paducah & Eliz 

abethtown..... 282,273 214,059 I. 68.214 31.9 
Pennsylvania.... 30,254,615 24,516,211 1. 5,738,404 25. 

Net earnings... 12,426,506 9,693,109 I. 2,733,197 28.2 
Phila, & Reading 13,093,371 10,834,483 I 2,258, 888 20.8 


Eight months ending Aug. 31: 

Atlanta & Char 
lotte Air Line. $525,887 $433,893 T. $91,994 1.2 
Month of August: 

At. & Charlotte 


Air Line..... $65,044 $51,955 1 $13,089 2.2 
New York & 

New England. 249, 885 204,215 1 45.670 22.4 

Month of September : 

Cleve., Mt. Ver- 

non & Del..... $40,584 $40,248 1 $336 0.8 
Kan, City, Ft 

Scott & Gulf. 95,381 90,186 T 5,195 5.8 
Kan. City, Law. 

FS PTR 73,518 55,028 1. 18,490 833.6 
Marg., Hought. 

& Ont ° 116,184 78,165 1 38,019. 48.6 
Mem., Pad. & No 19,361 10,986 I. 8.375 76.1 
Pad & El’town 37,915 20,945 I. 7970 = 26.7 
Pennsylvania. 3,647,544 3,336,529 I 311,015 9.3 

Net earnings. 1,474,909 1,590,638 D. 115,729 7.3 





Phila. & Reading 2,089,256 1,874,013 1. 715,248 = BY. 
Net earnings.. 933, 170 373,318 1 559,852 150. 
Second Week in October: 

Chi. & Eastern 


on~ 


iil Se FEFSM $30,506 $19,916 1. $10,590 = 53.2 
No. Pacific, East- 
ern Div.... . . 66,000 70,253 Dz. 4,253 6.1 
St. L., Iron Mt, & 
WOsiceccaienese 175,900 172,910 1. 2,990 1.7 
Third Week in October: 
Denver & R. G.. $111,795 $31,762 I. $80,033 251.7 
Week ending Oct, 15: 
Great Western. . $120,335 $112,872 I. $7,463 6.6 


Week ending Oct. 16 : 
Grand Tronk $238,639 $213,880 I. $24,759 =11.6 
Grain Movement. 

For the week ending Oct. 16, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 

Northwestern eae 


J Northwestern a Atlantic 
Year. Receipts. Total. By rail. by rail. Receipts. 
1873... .. 4,453,734 4,318,497 676,258 15.6 4,117,328 
1874...... 3,765,827 2,204,531 370,884 16.8 2,777,280 
1875 ..... 5,055,246 4,153,803 1,103,438 26.6 4,137,304 
1876.... .. 5,352.363 4,474,484 1,800,837 40.4 4,059,398 
tS 6,101,813 5,041,757 1,152,962 22.9 6,095,691 
1878...... 5,083,770 5,060,208 1,486,915 29.4  5,904,35 
1879...... 7,180,077 7,240,224 1,868,589 25.8 8,042,726 
1880.... .. 9,274,351 7,416,234 2,132,5 28.7 6,623,721 


_ Compared with the corresponding week of last year there 
is this year an increase of 29 per cent. in the receipts and of 
2.4 per cent. in the shipments of Northwestern markets, and 
a decrease of 26 per cent. in the Atlantic receipts. 

Compared with previous weeks, the Northwestern receipts 
are a little larger than in the previous week even, and are 
with one exception the largest on record. Previous to this 





year there had been but one week (the third in August, 
1878), in which these receipts had reached 9,000,000 
bushels. They have exceeded that amount four weeks this 
year, and in every one of the last three weeks. 

The Northwestern shipments are 11 per cent. larger than 
the previous week, with one exception the largest of the 

ear, and with the same exception the largest ever made. 

he rail shipments have also fully recovered the recent de- 
pone, and have been exceeded but once since navigation 
opened. 

The Atlantic oy vo are 7} per cent. more than the week 
before, and are the largest for six weeks. They are, how- 
ever, smaller than in any week of the three summer months. 
Last year at this time the receipts at the seaboard were 
heaviest, but it is different now. Though receipts at North- 
western markets are much larger than last year, the Atlan- 
tic receipts so far are decidedly less, and grain must be ac- 
cumulating largely in the elevators, from which it can be 
shipped by lake only four weeks longer, and canal shipments 
are not likely to be made on any considerable scale after the 
middle of November, so that an exceptionably large 
amount is likely to be left to be carried by rail. 

Of the total Northwestern receipts of the last week this 
vear Chicago had 48.3 per cent.; St. Louis, 12.3; Toledo, 
11.7; Milwaukee, 8.3; Peoria, 7.5; Detroit, 7.2; Duluth, 2.3, 
and Cleveland, 1.9 per cent. This week, for the first time 
for a long while, the wheat receipts are larger than the corn 
receipts. Chicago leads in wheat receipts, followed, in order, 
by Toledo, Detroit, St. Louis and Milwaukee. More than 
three-fourths of the corn was received at Chicago, and no 
other place had one-tenth as muck. 

Of the Atlantic receipts, New York had 48.6 per cent,; 
Philadelphia, 16; Baltimore, 13.4; Montreal, 7.5; New Or- 
leans, 7.2; Boston, 7, and Portland, 0.3 per cent. In this the 
most notable change is a large increase at Philadelphia, 
which has not received so much in a week before since July. 
Baltimore also has had larger receipts but once since August, 
and the indicatious are that the through rail movement has 
been stimulated by the advance in lake rates. 

Atlantic exports for four consecutive weeks have been: 


— ————-- Week ending.--———-—— 


Oct. 20. Oct. 13. Oct. 6. Sept. 29. 
Flour, bbls....... 107,606 126,074 64,346 109,969 
Grain, bush......5,800,518 5,837,430 5,760,784 4,773,356 


Receipts and shipments at Chicago and Milwaukee for the 
week ending Oct. 20 were: 
-——-Receipts.-—-— —bshipments,—— 
1880, 1879. 1880. 1879. 
Chicago....... .. 4,593,672 3,600,961 3,976,020 3,667,260 
Milwaukee . .... 765,664 — 1,240,200 349,416 781,000 
At Chicago there is an increase of 27!¢ per cent. in the 
receipts and 98!¢ per cent. in the shipments; at Milwaukee a 
decrease of 28 per cent. in the receipts and 55 per cent. in 
the shipments. 
For the same week, ending Oct. 20, receipts and shipments 
at Buffalo were: 





-—— Receipts, —— -Shipments.—— 
i880. 1879. 1880. 1879. 
By water.... 4,506,000 = 3. 871,885 2,349,500 2,619,749 
By rail.... 667,700 812,600 1,345,800 1,201,260 
Total... .. 5,173,700 4,683,985 3,695,300 3,821,009 


There is thus an increase of 16 per cent. in the lake re- 
ceipts, a decrease of 18 per cent. in the rail receipts and an 
increase of 16! per cent. in the total receipts; a decrease of 
101/ per cent. in the canal shipments, an increase of 12 per 
cent, in the rail shipments, and a decrease of 3!¢ per cent. in 
the total shipments, 

The Bureau of Statistics reports as follows the values of 
the breadstuffs exported in September and the nine months 
ending with September of the past two years: 


1880. 1879. Inc. or Dee. Pe. 
September......... $35,153,787 $42.404,016 D, $7,250,220 17.1 
Nine months.... .. 312,402,101 258,319,001 1. 54,083,100 28.7 


This year only about one-ninth of the exports was in Sep- 
tember, while last year nearly one-sixth of them was in that 
month, 

Coal Movement. 

Coal tonnages for the week ending Oct, 16 are reported as 
follows : 

1880. 1879. Inc. P.c. 


Anthracite..... :. hae ... 684,500 593,776 90,724 15.3 
Semi-bituminous........ .......... 75809 66,4435 O06 14.1 
Bituminous, Penna... : ... SO897 37,717 382,180) «3.8 
Coke, Pennsylvania.............. 34,956 20,263 5,695 10.4 


The anthracite market is stronger and prices are firmer 
than for some time past. An unusually large western de- 
mand is reported. In semi-bituminous and bituminous coal 
a fair business is reported. Both Clearfield and Cumberland 
regions report a large output, which is well covered by 
orders, 

The reported sales of coe] from the Nova Scotia mines for 
the nine months ending Oct. 1 were : 1880, '704,691 ; 1879, 
481,448 ; increase, 223,243 tons, or 46.4 per cent, 


Petroleum. 


Stowell’s Petroleum Reporter gives the production of crude 
oil from the Pennsylvania oil regions in September as fol 
lows, in barrels of 42 gallons: 


S80. 1879. Inc. or Dee. Poe. 
Production .... eee. 2,055,030 1,856,700 1. 198,330 10.7 
Shipments.......... .... 1,252,635 1,627,120 D. 374,485 23.0 
Stock Sept. 30....... .. 15,216,339 7,620,525 1. 7,595,814 99.7 
No. of producing wells. 13,825 11,760 J. 2,065 17.6 


, 


Of the shipments out of the regions, 410,727 barrels were 
to New York; 303,811 to Cleveland; 151,928 to Pittsburgh; 
110,038 to Philadelphia; 58,889 to Boston; 53,916 to Balti- 
more; 7,500 to Ohio River refiners, and 155,826 to other 
local points. These shipments include all oil, refined being 
reduced to its equivalent in crude oil. 


New York Immigrant Business. 


The New York Commissioners of Immigration have pre- 
yared and submitted for signature to the Presidents of the 
ew York Central & Hudson River, the New York, Lake 
Erie & Western and the Pennsylvania, an agreement which 
— for an equal division of the immigrant business 
xetween the three companies. The agreemeat further re- 
uires the establishment of a single joint agency at Castle 
yarden to be controlled and managed by the agents of the 
three companies under the supervision of the Commissioners, 
all pherees 1 agencies and commissions to be abolished, 
except that each company may keep one immigrant tichet 
Office in the city, outvide of the Castle Garden agency. The 
expenses of the joint agency are to be amy in equal propor- 
tions, and the division of business shall be absolutely equal, 
except that each line shall be entitled to take the passengers 
bound to local points on its own line. Joint tariffs to all 
competing points are to be established, and all cutting of 
rates, drawbacks or similar inducements are prohibited. As 
soon as possible all special contracts with steamer lines are 
to be abolished, and immigrants arriving with through 
tickets will have to surrender them to the joint agency and 
receive new tickets to their destinations, under the agree- 

ment, 

Erie Canal Trafiic. 


For the week ending Oct. 22, the tons of grain shipped on 


the Erie Canal were 90,580 in 1880 against 108,743 in 1879, 
a decrease of just about one-eighth. The whole tonnage of 
the week was 231,406 this year against 251,111 last, a de- 
crease of 8 per cent. Aside from grain the two largest items 
are lumber, coal and iron ore and manufactures (chiefly pig 
iron and rails). 
A comparison of some of the leading items gives the fol 

lowing results : 


1880, 1879. Inc.orDec, P.c. 
Gr sichawedan cess Shadent 90,580 103,743 D. 13,163 12.4 
IRs oi vues speiaoeiobed 48,801 55,553 D. 6,752 12.2 
iccmcinee.: -xecmi pannel 36,552 32,780 I. 3,772 11.5 
Iron and iron ore............ 20,118 23,035 D. 2,917 12.6 
G24 oBe conbe sbuabané aeeke 6,749 5,289 I. 1,460 28.0 


This is a decrease of 44 per cent. (2,400 tons) in the ship- 
ments of pig iron, but an increase of from 482 to 4,636 tons 
in the shipments of rails. 

It is noticeable that the shipments of valuable merchandise, 
which for two or three years past had become considerable 
on the canal (though but a trifling proportion of its whole 
business) are greatly reduced. Some of them are given (in 
tons) below : 


1880, 187), Decrease, P.c 


oS, SS Pry iy ene 559 509 90.9 
Cotton foods........s0.. 5 > bee Oe 368 144 30.1 
clin caad vac dn chee weed ied ee 2 1,159 1,143 98.6 
NE. 5 éckettnaedenenee an oweks . 104 500 SOG 79.2 
| ae i ae ae oi) 55 44 80.0 


These are the articles which usually go by rail, but which 
before this year some wholesale dealers had began to send 
by water. As rail rates have been maintained throughout, 
we may conclude that the shippers did not find it advan- 
tageous to use the canal boats, in spite of their very low 
rates, which are but a fraction of the rail rates, as the boats 
generally have to go back light. 

The Chicago Passenger War. 

The negotiations of the companies in the Southwestern 
Association were concluded Friday of last week by an 
agreement wl.ich virtually makes the Association cover 
the passenger as well as the freight traffic, and admits the 
Wabash toa share of the Chicago business, dating from Oct. 
1 for freight traffic, and from Oct. 11 (we believe) for 
passenger traffic. The freight traffic is to be divided by 
arbitration, which is to be completed by Nov. 15 and date 
back from Oct. 1. The terms of the division of 
the passenger traffic were agreed vpon at the conference, 
and are understood to be an equal division of the traflic, or 
rather the earnings from it, among the several roads com - 
peting at each common pcint, a Toledo passenger being 
counted the same as a Chicago passenger. The terms of the 
division are not very clearly stated, however, aud there is 
no information as to how the division is to be effected, and 
whether anything is to be allowed for expenses to a road 
carrying more than its share of the passengers. 

The contest down to its very close grew hotter and hotter. 
Wednesday the Wabash suspended the sale of unlimited 
tickets, but all the roads sold tickets to Kansas City from 
Chicago at 50 cents, and the regular rate to St. Louis was $1, 
with $3 for round-trip tickets good to return on the third day. 
It was that morning that the Chicago & Alton announced 
tickets from Kansas City to LaFayette, Ind., 82; Muncie, 
Ind., $2; Lima, O., $2; Fostoria, O., 82; Fremont, O., 82: 
Toledo, $2.82; Logansport, 83.80; Defiance, O., &3.55; Fort 
Wayne, #3.80; Mansfield, 83.85; Decatur, $4; Litchfield, 
$4; Dayton, $4.15: Crestline, $4.15; Indianapolis, $4.40; 
Cleveland, $4.45; Detroit, $4.65; Champaign, Tu. 85; 
Columbus, $5.20; Cincinnati, O.. $5.50; Danville, Ind., 8&6; 
Alliance, O., $7.30; Louisville, $8.90; Buffalo, 89.45; Pitts- 
burgh, $9.80; Wheeling, $09.15; Baltimore, $15; Washing- 
ton, $15; Albany, $15.75; Philadelphia, 816.75; New York, 
$18.25; Boston, #19. 

This tended to destroy the whole value of passenger traflic 
from Kansas City or St. Louis over the Wabash as far as 
Toledo, and it did not meet these rates. Friday morning 
the Chicago & Alton announced a further reduction of one 
dollar in these rates, which threatened to involve all the 
| Eastern lines ; but in a few hours the agreement was com- 
pleted and full rates restored, 





RAILROAD LAW. 


Municipal Aid in Minnesota—Popular Vote Neces- 
sary. 

A dispatch from St. Paul, Minn., under date of Oct. 7, 
says: ‘An important decision was rendered by the Superior 
Court to-day in the case bearing upon the validity of rail- 
road bonds issued by towns and cities without being sub- 
mitted to a popular vote. In 1877 the Legislature passed a 
law authorizing town or city officers to issue Semis in aid 
of railroads upon a petition signed by a majority of taxpay- 
ers. Upon this law bonds to the amount of several hundred 
thousand dollars have been issued by towns in Gooahue, Wa- 
basha and other counties in aid of the construction of the 
Plainview Branch, Chatfield Branch, and other branches of 
the Chicago & Northwestern Railroad. These bonds have 
been negotiated, and are now in the hands of investors. Upon 
a suit brought by a citizen of the town of Plainview, Wa- 
basha County, against the town, appealed from a lower 
court, the Supreme Court decided that railroad bonds cannot 
be issued without submission toa popular vote of all legal 
voters: that the law of 1877 is unconstitutional, and all 
bonds issued under it void. Of course, this makes the bonds 
worthless.” 


Exclusive Contract to Deliver Stock to One Party. 


In the case of Coe & Milsom against the Louisville & Nash- 
ville Co., the company entered into a contract to deliver 
stock to the Union Stock Yard Co, in Nashville, and to no 
| other parties. Plaintiffs, who owned a stock-yard, asked for 
|an injunction to restrain the company from carrying out 
| this contract and thereby destroying their businese, and to 
compel delivery of stock to tbem when so consigned, The 
| United States Circuit Court recently made a decision in the 
case, the conclusion of which is as follows : 

The case in hand is but a sample of what might be done 
by these corporations if the power claimed in this case is 
possessed by them. Complainants’ stock-yard was pur- 
chased and fitted up at a heavy outlay of money. It was at 
the time a necessity to defendant’s business, By the express 
agreement or tacit understanding of the parties, suitable 
connections for receiving and delivering stock were made, 
of which the defendant availed itself for twelve years. But 
after thus accepting the benefits of complainants’ expendi- 
tures, the defendant proposes to sever its connections, with- 
hold further accomanneaileth, decline to receive from or 
deliver stock at complainants’ yard, concentrate its patron 
age onthe Union Stock Yard Co., require all consignors to 
way-bill their stock to the care of said favored company, 
and by this invidious discrimination compel complainants 
to carry on their trade through a rival yard, or clse aban 
| don their established and lucrative business, ‘The execution 
| of defendant’s threat would destroy complainants’ business, 
depreciate their property, and deprive the public of the pro 
tection against exorbitant charges, which legitimate compe 
tition, conducted on equal terms, always insures. Com 
plainants’ yard is on defendant’s road ; it furnishes every 
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needed facility ; was purchased and improved, in the be- 
lief that they would receive the same measure of accom- 
modation extended to others sustaining the same relation to 
defendant ; defendant can receive and discharge stock at 
complainants’ yard as easily and cheaply as it can at the 
Union Stock Yard Co.’s yards. Such delivery is both prac- 
ticable and convenient, and it is, we think, its legal duty, 
under the facts of this case, to do so. 

But defendant, protesting that the proposed discrimina- 
tion in favor of the Union Stock Yard Co, would, if executed, 
constitute no wrong of which complainants ought justly to 
complain, contends, 1, That complainants, even supposing 
the law to be otherwise, have an adequate remedy at law, 
and therefore cannot have any relief froma court of chan- 
cery. And, 2. That if a chancery court may entertain 
jurisdiction, no relief in the nature of a mandatory order to 
compel defendant to continue accommodations to the com- 
plainant ought to be made till the final hearing. If such is 
the law it must be so administered, But we do not concur 
in this interpretation of the adjudicators. Those cited in 
argument are not, we think, applicable to the facts of this 
case. Complainants could, in the event defendant carries 
its threat into execution and withholds the accommodations 
claimed as their right, sue at law and recover damages for 
the wrong to be thus inflicted. But they could not, through 
any process used by courts of law, compel defendant to 
specifically perform tts legal duty in the premises, And this 
imperfect redress could only be attained through a multi- 
plicity of suits to be prosecuted at great expense of money 
and labor; and when, after reaching the end through the 
harassing delay incident to such litigation, complainants’ 
business would be destroyed and the Union Stock Yard Co., 
born of favoritism and fostered by an illegal and unjust dis- 
crimination, would be secure in its monopoly, Here an 
adequate remedy can be administered and a multiplicity of 
suits avoided, 

One other point remains to be noticed, ought a momentary 
order to issue upon this preliminary application ¢ Clearly 
not, unless the urgency of the case demands it, and the 
rights of the parties are free from reasonable doubt. The 
duty which complainants seek by this suit to enforce, is one 
insposed and defined by law, a duty of which the court has 
judicial knowledge. The injunction compelling its perform- 
ance, pending this controversy, can do defendant no harm. 
Whereas a suspension of accumulations would work inevit- 
able and irreparable mischief to complainants. The in- 
junction prayed for will therefore be issued. 


Condemnation of Property of a Railroad Com- 
pany for Grade Crossing. 

In the suit of the Union Pacific Co, against the Burlington 
& Missouri River Co. in Nebraska on the motion to dissolve 
temporary injunction against the crossing of plaintiff's 
tracks ia Ooiaba by the other company, it was pleaded for 
the Uniow Pacific that, being built under authority of a 
Fedeial charter its properyy could not be condemned under 
the state law, ‘The decision of the United States Circuit 
Court is summed up as follows ; 

1, The right of way of the Union Pacific Railway is sub- 
ject to the laws of the state of Nebraska respecting the 
crossing and connecting of railroads, and the condemnation 
of property for those purposes : it is not the property of the 
Federal government set apart for its own use, 

2. Ln the exercise of the power of eminent domain in con- 
demming a right of way, a majority of the persons author- 
ized to make the award have power to decide the same, pro- 
vided they all act on the matter. 


Jury Trials for Damages on Roads in Receivers’ 

Hands. 

The New York 7imes of Oct. 13 says: ‘“ During the past 
five or six years, when several New Jersey railroads were in 
the hands of receivers, many suits have been brought 
against the corporations for damages for injuries resulting 
in various ways, and as the roads were in the custody of the 
Court of Chancery, and the receivers were officers of the 
court, the Chancellor has uniformly exercised jurisdiction 
over them, instead of permitting the complainants to sue in 
the law courts of the state before a jury. Some time ago 
petitions were filed in the Court of Chancery by Aaron Doty 
and Catherine Doty for relief against the New Jersey Mid- 
land Railway Company, on the ground that by the careless 
use of locomotives on that road in 1875 valuable timber of 
the petitioners near Oakland, Bergen County, had been 

reatly damaged. The case was referred to Vice-Chancellor 

‘an Fleet, whom the petitioners asked for leave to bring 
their suit in the Bergen County Circuit Court. The Vice- 
Chancellor was quite emphatic in his decision that the case 
ought to be disposed of in equity, and refused the applica- 
tion, sending it, instead, to Advisory Master Hopper, at Pat- 
erson, to hear and decide as to the facts. Yesterday the 
matter came up before the Advisory Master, when Mr. C. 
Ackerson, counsel for the petitioners, stated that since the 
proceedings before the Vice-Chancellor the Court of Errors 
and Appeals had unanimously reversed a like decision of the 
Vice-Chancellor and decided that all such suits for damages 
or torts ought co be tried in the law courts and by jury. 
Chief-Justice Beasley read the opinion, and after citing nu- 
merous precedents, declared that ‘ the dominance of this gen- 
eral principle is conspicuous.’ Senator Taylor, for the de- 
fendants, cited a decision of the United States Circuit Court 
for Ohio, delivered in July last and subsequent to the decision 
of the New Jersey court, in which it is held that a court of 
equity having original jurisdiction in a case of this kind ought 
to hold it, and that the inalienable right of trial by jury 
would not apply in such cases. However, the Advisory 
Master thought tbat where the highest tribunal of New Jer- 
sey had considered that the ‘ dominance of the general prin- 
ciple is conspicuous,’ he ought to conform to the ruling of 
that court, and he decided to permit the petitioners to bring 
their suit inthe Bergen Circuit Court. This is the first in- 
stance of a reversal of the practice in the state for many 
years. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


The Railway Speed Recorder Co. is running its works at 
Kent, O., to their full capacity, having orders on hand from 
the Chicago & Alton, the Kansas City, Lawrence & Soutb- 
ern, the Boston, Hoosac Tunnel & Western, the St. Paul, 
Minneapolis & Manitoba and several other roads. The Wythe 
speed 7 aed made by the company is now in use on over 
60 roads. 

The Brooks Locomotive Works, at Dunkirk, N. Y., have 
just delivered to the Cincinnati, Indianapolis, St. Louis & 
Smioass road a Mogul freight engine, with 18 by 24 in. 
cylinders. 

Steam heating apparatus is to be put in a number of the 
passenger cars of the Central Railroad of New Jersey. 

The Pittsburgh Locomotive works are building several 
passenger engines for the Pittsburgh & Lake Erie road. 
They are handsomely finished and have the Westinghouse 
automatic brake, 

All the car shops in Wilmington, Del., are very busy, with 
orders for some time ahead. 

The Wason Car & Foundry €o., at Chattanooga, Tenn., 
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reports orders on hand sufficient to keep its shops busy for 
several months. 


[ron and Manufacturing Notes. 

Martel Furnace, at Point St. Ignace, Mich., is to be finished 
in*time to go into blast before navigation opens next spring. 
It is owned by Davenport, Fairbairn & Co., of Erie, Pa:, 
and is located at the eastern terminus of the Detroit, Mack- 
inac & Marquette road. It will be 53 ft. high, 101¢ ft. bosh, 
will use charcoal for fuel, and will have all the latest im- 
provements. 

Coleman Furnace, at North Lebanon, Pa., is being put in 
order for an early start. 

Etna and Monitor Furnaces, at lronton, O., are being re- 
paired and altered. 

Gap Furnace, in Blair County, Pa., 
cently, and is doing well. 

The Chester Steel Casting Co., at Chester, Pa., has begun 
another addition, YO by 90 feet, to its works. 

Gracie Furnace, at Port Leyden, Lewis County, N. Y., 
was put in blast Oct. 14. It1s 50 ft. high and 10 ft. bosh, 
using charcoal for fuel. It is owned by the Gere Iron & 
Mining Co., which is also getting its Fanny Furnace, at the 
same place, ready to start up. 

Fairbanks & Co. have just completed a track-scale 75 ft. 
long, of 75 tons capacity, at Sheridan station on the Pitts- 
burgh, Cincinnati & St. Louis. This is the eighth track 
scale built by them for the Pennsylvania Company within a 
few months. 

Dienelt, Eisenhart & Co., of Philadelphia, have just 
finished three of their dead-stroke power hammers for the 
Pennsylvania Railroad, and one for the Detroit Car Spring 
Co, 


went into blast re- 


Prices of Rails. 

Steel rails are quiet and prices are lower, owing to offers 
of foreign rails. Quotations are $58 to $60 per ton at mill, 
with perhaps higber prices for some small lots where early 
delivery is wanted. 

[ron rails are active, with quotations at $46 per ton at 
mill for 56-lbs. section, and $47 to $49 for light rails. A 
large business is reported in light rails, and some heavy 
orders are known to be on the market, 

Old rails are dull and in light demand at $25.50 to $26 per 
ton. Sales have been small. 


Blast Furnaces of the United States. 


The [ron Age reports the condition of the blast furnaces of 
the United States on Oct. 1 as follows: 


Out of Not 

lu blast blast. reported Total, 

Charcoal 153 116 4 273 

Bituminous or coke 128 91 219 

Anthracite 143 06 239 

Total P 4224 303 4 731 
Capacity per week, 

tons es VY, 0629 a2 ,080 152,209 


A number of the furnaces out of blast, especially charcoal 
furnaces, are old and small and cannot be profitably worked ; 
probably many of them will never be run again. 

Train Wrecking tor Revenge. 

A dispatch from Bradford, Pa., Oct. 20, says that Moses 
Kane, a brakeman on the Philadelphia & Erie Railroad, 
was arrested the previous day near Corry and held for trial 
ou the charge of deliberate murder in causing the death of 
George C, Silleman, civil engineer of the road, by purposely 
opening a switch by which a frightful collision was brought 
about. 

There is a fast freight train on the Philadelphia & Erie 
Railroad known as the oyster train, because its cargo consists 
chiefly of oysters feom Baltimore ; Andrew Wood is its en- 
gineer. Silleman, the civil engineer, was on his way to Erie 
on important business, OnSunday he missed the passenger 
train at a station east of Corry, and got on the locomotive 
of the oyster train to continue his journey. The train ran 
very fast. Ata point five miles east of Corry it was to pass 
an east-bound freight train which was run on a siding there 
to get out of the fast freight’s way. When the oyster train 
was within a dozen car lengths of the switch the engineer 
discovered that it was open, and that his train, then running 
at the rate of 25 miles an hour, would run into the freight 
train on the siding. Hecalled to his fireman and My. Sille- 
man tojump. The fireman leaped out on one side and the 
engineer on the other, Silleman did not jump. When the 
fast freight struck the other train both locomotives were 
hurled high in the air and fell cogether into a mass of broken 
iron, fire and steam some distance from the track. The en- 
gineer of the train on the siding had seen the approach of the 
other in time to escape. The civil engineer was literally torn 
to pieces by the collision. Engineer Wood and his fireman 
were picked up near the track both badly hurt. A _ brake- 
man on the oyster train, named McCarthy, was found 
wedged between two cars, and is supposed to be fatally in- 
jured. Nine cars of the fast train were piled one on the other 
and are a total wreck. Five of the freightcarsin the other 
train were demolished. The loss to the company will foot 
up between $20,000 and $380,000, 

After the collision, Moses Kane, a brakemen on the east- 
bound freight, was missing. Engineer Keep, of the same 
train, at once declared that he believed Kane had 
caused the collision, hoping to kill him (Keep) thereby. Keep 
said that at one of the stations along the road Kane had got 
on board his engine. The engineer did not want him there, 
and told him to go back where he belonged. Some words 
followed, and Keep put Kane off the engine, Kane swearing 
that he would be even with Keep before the trip was over. 
It was his duty to open the switch to let the train go on the 
siding. It was shown at the coroner’s inquest that 
Kane had been seen stealing toward the switch at the east 
end of the siding after the train had safely reached 
its position. That switch was proved to have been closed 
when the freight traiu took the siding. Kane was yesterday 
found ia the woods not ‘ar from the place where the collision 
occurred, and was arrested. He was committed to jail ona 
charge of murder. 

A New Zealand Accident. 

The train which left Greytown for Wellington at 8:30 
a. m. on Sept. 12, when just beyond Cross Creek was blown 
off the line and hurled over a precipice 70 feet high. The 
luggage van und passenger carriages were overturned ; the 
couplings did not break, but still held the carrer frames to 
the engine, which remained tightly gripping the middle 
rail, and luckily held firm, although swaying visibly under 
the strain. The whole of the upper part of the carriage, 
however, was smashed into matchwood and hurled over the 

recipice, passengers and débris being scattered among 

yulders down the side of the declivity, but not falling to 
the bottom. Fora while, however, the wreck of a carriage 
hung suspended above them; and had it given way or the 
engine fallen over, all must have beep crushed to a jelly, as 
the guily at this place converges almost to a point 
nearly a hundred feet below, so that had all gone 
down they would have been crushed to a compact 
mass at the bottom, They lay around for 4 time uncon- 
scious, and those who first recovered their senses described 
the scene as a fearful one—killed and wounded lying around 








in all directions covered with blood, and the train above sus 
pended in mid air, threatening every moment to fall on 
them. A Fell brake was detached to run.down the incline 
for assistance. The two produce wagons were also capsized 
by the gale, and the engine had to sustain a double strain of 
several vehicles hanging over the precipice at both ends, full 
weight on the couplings, which fortunately held 
fast. Two of the children killed on the spot were smothered 
in débris. Another was partially decapitated, and its 
brains dashed out. The third was picked up not quite dead, 
by Herbert Dickson, one of the passengers, Himself much in- 
jured. He tried to carry her up the bank, but she died in his 
arms before reaching the top. When the special train ar- 
rived at the spot with doctors the force of the wind was so 
great that they had to crawl on their hands and knees, 
tightly clutching the middle rail, to avoid being blown over 
the precipice. All wounded were lying temporarily under 
the shelter of a cutting close by.—New Zealand Times, 

His Head Carried Twenty Miles. 

A horrible death by the cars occured xt Rush City last 
night. Peter Malhum, a Swede living about three miles 
north of this town, had been in town all day filling up with 
poor whisky, and jumped upon a freight train going north 
and rode to Pine Citv. He then took the first train south 
and got off at Rock Creek and started down the railroad 
track toward his home, when he laid down upon the track 
and through stupor fell asleep. The northern bound freight 
struck him, killing him instantly. On the arrival of the 
train at Hinckley, a distance of twenty miles from Rock 
Creek, the engineer while oiling up his engine discovered the 
man’s head upon the pilot of the engine, mangled beyond 
recognition. ‘The remains were picked up at Rock Creek in 
the morning, with both legs cut off, the body cut in two and 
the head off. The deceased leaves a wife and four small 
children in destitute circumstances.—sSt. Paul (Minn.) Globe. 
Proposals for Mail Locks. 

Sealed proposals will be received at the Post Office Depart- 
ment in Washington until noon of Jan. 26, 1881, for fur- 
nishing a new kind of mail locks and keys for registered 
mails. No pattern is prescribed, but bidders are left free to 
offer such devices as their own ingenuity may suggest, the 
only conditions being the general fitness of the locks for the 
purpose required, and that the lock accepted must be re- 
served for the sole and exclusive use of the United States. 
Specifications, contracts and forms of proposal will be fur- 
nished on application by letter to the Second Assistant Post- 
master General, and no bid will be considered unless 1. ade 
in accordance with the prescribed form. 

A Brave Brakeman. 


A dispatch from Galena, L., Oct. 1, tells of a brave act of 
a brakeman. It says: ‘‘ While the excursion train over 
the Galena & Wisconsin Railway was on its way to this 
city, yesterday forenoon, a young man named J. R. Harker, 
of Democrat, Wis., accidentally fell from the platform of 
the mail car, on which he was standing, just as the train 
was crossing the bridge over the Galena River at Mill Bridge. 
Harker rolled from the bridge into the river, and was rescued 
from drowning by Wm. Gleason, a brakeman, who jumped 
from the train and dove in after him. The unfortunate man 
died last evening, however, in great agony from internal 
and other injuries sustained by striking the bridge.” 


OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—The Mauhattan, 
Alma & Burlingame line is reported complete, and regular 
trains will soon be running over it. It leaves the main line 
at Burlingame, Kan., 76 miles from Atchison, and runs 
northwest by Alma and Wabaunsee to Manhattan on the 
Kansas Pacific, a distance of 59 iniles. 





Baltimore Cincinnati & Western.—This company has 
been organized at Wheeling, W. Va., to build a railroad from 
Cincinnati eastward to Ironton, O., thence across West Vir- 
ginia, Virginie and Maryland to Baltimore, nearly 600 miles 
in all. The project is an old one, which dropped out of sight 
in 1873 and has just been revived. The vapital stock is to 
be $5,000,000, and the corporators are chiefly from Balti 
more and Cincinnati. 


Baltimore & Ohio.—Thbhe new stock-yards at Mount 
Clare station in Baltimore are nearly completed. They are 
very extensive and are provided with all the hecessary con- 
veniences for a large business. They are owned by the Bal- 
timore Stock-yard Company, and it is expected that after a 
time all the live-stock business of Baltimore will be concen- 
trated there. For the present, however, the Northern Cen- 
tra] will continue to use its old stock-yards. 


Boston & New York Air Line.—It is said that C. E. 
Jackson & Co., of Middletown, Conn., have taken all the 
$500,000 new bonds, which are to be issued in place of 
$500,000 old 7 per cent. bonds, called for redemption on 
Feb. 1 next. 


Boston, Revere Beach & Lynn —At the annual meet- 
ing last week it was stated that during the year ending Sept. 
80 this road had carried 1,112,296 passengers, against ory. 
511 the previous year. The total debt, less available assets, 
is $315,592. Dividends of 6 per cent. were paid on the 
capital stock of $850,000, During the year several import- 
ant improvements have been made. There has been laid 
6,000 feet of side track at a cost of $5,000, which is so much 
of an advance toward the double track ultimately to be con- 
structed.$For the Pavilion Café, which is owned and*run by 
the corporation, and pays a profit of itself, besides adding to 
the passenger business, 36,000 has been expended. Payment 
of $2,000 has been made for the perpetual right to use state 
flats for the purposes of Boston ferry slips. Other outlay 
has been for land tor stations, etc., $4,500; doubling the 
size of the Beachmont Hotel property, $4,500; new station 
wharf and filling at East Boston ferry shp, $14,500; new 
hard-wood bridge at Wood Island basin, $10,000; solid fill- 
ing of different bridges, $8,500—making, less $3,000 charged 
to profit and loss, a total of $52,000. This sum has been 
provided for by the issue of bonds, for which authority was 
given three yearssince. The road has been provided with 
steel rails throughout. 

Brooklyn Elevated.—A meeting of stockholders and 
creditors was held in New York, Oct. 27. Mr. Wm. Strauss, 
the chairman of the committee appointed at the last meeting, 
reported that the bankers who hold the majority of the 
proxies of the bondholders have refused to co-operate with 
the committee. The report also stated that the whole «api- 
tal stock of $5,000,000 had been registered, that $1,652,329 
isin the Receiver’s hands, and thatjhe also holds $1,590,800 
in stock with which to redeem the outstanding scrip. The 
amount «of bonds issued, according to the Farmers’ Loan & 
Trust Company, is $1,078,000. The Trust Company holds 
$125,000, of which $9,000 is at the orders of ,the Receiver 
as assets. It was resolved to continue the committee until 
Friday for conference with the bondholders. It is estimated 
that the road can be completed, with the exception of per- 
manent station buildings, for $2,321,081.34. 


Butler & Detroit.—This company has been formed by 








the consolidation of the Northwestern Ohio and the Butler 
& Detroit companies of Ohio and Indiana. Its purpose is to 
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build the section of the Detroit, Butler & St. Louis road 
from Butler, Ind., through Indiana and Ohio‘tto the Michigan 
line. The company will be consolidated with the Detroit, 
Butler & St. Louis Company, of Michigan, as soon as the 
road is completed. 


Canadian Pacific.—A dispatch from Ottawa, Oct. 22, 
says: ‘“ The Cabinet was in session until one o’clock this 
morning, and it is understood that the Pacific Railway con- 
tract was virtnally signed. It is said that although the 
document has been formally drawn up and the details of the 
contract finally agreed to, one or two signatures have yet to 
be attached, which it is expected will be done to-day. Mr. 
Greenfell, the accredited agent of the London firms inter- 
ested, signed in their behalf. The details of the agreement 
cannot be obtained, but it is understood that security has 
been given for the completion of the road in ten years from 
Nipissing to the Pacific. The Cabinet are now discussing 
whether a sp2cial session of Parliament shall be held to ratify 
the contract. Some of the members of the syndicate have 
left for home.” 


Chicago & Block Coal.—Work is now in progress on 
the grading of the extension of this road from Attica, Ind., 
north to Oxford, about 15 miles. 


Chicago, Clinton, Dubuque & Minnesota.—The 
following circular is issued from the office of this company, 
No. 26 Sears Building, Boston, under date of Oct. 18, and 
signed by Charles Merriam: 

‘* Pursuant to a vote of this corporation, passed on the 9th 
of October, 1880, the road and property of this company has 
been transferred to the Chicago, Milwaukee & St. Paul 
Railway Company. By the terms of the contract of trans- 
fer, stockholders who shal], on or before the 8thday of No- 
vember next, cause the transfer of their shares to said Chi- 
cago, Milwaukee & St. Paul Railway Company, through the 
undersigned or otherwise, shall receive in full payment there- 
for 80 per cent. of the par value of his said shares in the 
6 per cent. mortgage bonds of said railway company, se- 
cured by a mortgage upon the property thus sold and con- 
veyed to said railway company ; and further, that said 
railway company shall agree to’deliver and shall deliver to 
each shareholder of this company who shall, after the 8th 
day of November next, or at any time transfer bis shares to 
said railway company, 75 per cent. in cash, and not in bonds, 
of the par value of his said shares. 

‘*Theundersigned is prepared to receive and make such 
transfers upon the surrender of the stock certificates at this 
office.” 


Chicago, St. Paul, Minneapolis & Omaha—tThe St. 
Paul Pioneer Press of Oct. 24 says: ‘This company has 
been making extensive improvements in Minneapolis this 
season, in the purchase ard grading of its yard and 
erection of a freight depot there. The grounds embrace 
about 10 acres, from Third to Seventh avenue north, and 
lie upon either side of River street, the purchase price 
being $80,000, and in grading the same and erecting a 
freight depot $25,000 have been expended, under the direc- 
tion of Assistant City Engineer Abbott. The depot, now 
completed save the roof, is of brick, and fire-proof, 45 x 380 ft. 
lt extends from Fourth to Fifth avenues, and on the south- 
erly side there isa roadway 40 ft. wide, giving teams free 
and ample access to the building from either Fourth or Fiftb 
avenue, without crossing a railroad track, Underneath the 
whole building is a cellar 10 ft. deep, blasted out of the solid 
ledge, making one of the best storage rooms in the city. The 
grading of the grounds is nearly completed, and side tracks 
are being laid. The plans contemplate five miles of track, 
114 miles of which will be laid this fall. Forty men are now 
engaged in finishing the work. Engineer Abbott informs us 
that trains will be running to the depot by Nov. 1.” 


Cincinnati, Wabash & Michigan.—This company is 
said to be making surveys for an extension from Anderson, 
Ind., south by east to Rushville, to connect with the Vernon, 
Greensburg & Rushville road. The distance is about 38 
miles, 

A considerable amount of money has been raised for the 
proposed extension of this road northward. The people in 
Michigan are ready to begin work, and negotiations are now 
in progress about the section from Elkhart, Ind., to the 
Michigan line. 


Cleveland, Mt. Vernon & Delaware.—This company 
has for some years operated the Massillon & Cleveland road, 
from Massiilon. O., to Clinton, 12.5 miles. The lease has 
always been unprofitable, and it is understood that the Re- 
ceiver will, under directions of the court, abandon this 
branch and cease to run trains over it. It will, however, 
for the present, be worked by the Pennsylvania Company as 
a branch of the Pittsburgh, Ft. Wayne & Chicago, The 
road was originally leased by that company before its trans- 
fer to the Cleveland, Mt. Vernon & Delaware. 


Dakota.—Surveys have been begun for this proposed 
road, which isto run from Bismarck, Dak., to the Black 
Hills. 


Danville, Olney & Ohio River.—Track is now laid to 
West Liberty, LIL, 13 miles southward from the late termi- 
nus at the Embarras River and 51 miles from the northern 
terminus at Kansas. Grading isin progress on 13 miles more 
of the line, from West Liberty to Noble on the Ohio & Mis- 
sissippi, and the survey of the northern extension, from 
Kansas to Danville, 40 miles, is soon to be begun. 


Detroit, Butler & St. Louis.—All the grading on this 
road is now finished between Detroit Junction and Adrian, 
Mich., and between Adrian and Butler, Ind., only 20 miles 
are incomplete. The Rouge River bridge is complete and 
that over the River Raisin at Adrian, which is 800 ft. long, 
is nearly done. Track-laying is in progress both east and 
west from the Flint & Pere Marquette crossing, steel rails 
being used. It is expected that all the track will be down so 
that trains can be run over the road in December. 


Detroit & Pelican Valley.—This new company pur- 
oses building a line from Detroit., Minn., on the Northern 
Pacific, south west 48 miles to Fergus Falls, on the St. Paul, 
Minneapolis & Manitoba ; thence west 30 miles to Brecken- 
ridge, and thence west by south to the James River Valley 
in Dakota. It is also proposed to build a branch 55 miles 
long from Fergus Falls due east to the Northern Pacific at 
Wadena. A contract for building the road has been let to 
an organization known as the Minnesota Construction Com- 
pany, which is to receive its pay half in bonds and half in 
preferred stock. 

East Tennessee, Virginia & Georgia.—Under the 
new arrangement by which the Selma, Rome & Dalton is 
laced under the same managemeut as this road, the Dalton 
3ranch is made part of that line. The Selma, Rome 
Dalton trains all run through to Cleveland, Tenn., no longer 
stopping at Dalton, and the junction with the mzin line to 
Chattanooga and all transfers are made at Cleveland, Dal- 
ton becoming merely a way station. 


Eastern Shore.—It is understood that the present owners 
of this road are trying to negotiate a sale of their property 
to the Philadelphia, Wilmington & Baltimore Company. 
The road has never been a valuable piece of ned it ex- 
tends the Delaware Railroad from Delmar to Crisfield, Md., 


88 miles. It has been once sold under foreclosure of a second 
mortgage. It is chiefly owned in Philadelphia. 


Evansville, Cincinnati, Dayton & Eastern.—This 
company has filed articles of association in Indiana to build 
a road from Evansville, Ind., to Dayton, O., with several 
branches. The capital stock is to be $5,000,000, 


Evansville & Terre Haute.—At the annual meeting 
last week the stockholders voted unanimously to approve 
the lease of the Rockville Division to the Terre Haute & 
Logansport Company for 99 years; also a lease granting the 
joint use of six miles of the same division to the Evansville, 
Terre Haute & Chicago Company. These are simply re- 
newalsof old leases, which were made necessary by the re- 
organization of the Logansport, Crawfordsville & South- 
westera as the present Terre Haute & Logansport Company. 


Galveston, Harrisburg & San Antonio.—President 
Crocker and other officers of the Southern Pacific are now 
in Texas, for the purpose of arranging for connections for 
their line east of El Paso. It is reported that they are 
negotiating for the extension of this road from San Antonio 
to El Paso. 


Greenville & Columbia.—The proceedings relating to 
the foreclosure sale of this road terminated at Columbia, 8. 
C., Oct. 24, when the syndicate which bid off the road at the 
sale paid the balance of the purchase money, complying 
with the terms fixed by the Court. The whole amount bid 
($2,893,600) having been paid, the deed was delivered and 
formal transfer of the property made, 


International & Great Northern,—-Tracklaying upon 
the extension to San Antonio is progressing steadily, and 
construction trains now run to York Creek, eight miles 
southwest of the late terminus at San Marcos, Pox. It is 
expected that trains will run to New Braunfels next month, 
and that the track will reach San Antonio before the close 
of the year. 


Kentucky Central.—It is again reported that this com- 
pany is preparing to extend its road from Lexington, Ky., 
southward with a view to reaching Knoxville, Tenn. It is 
further reported that the company is negotiating with the 
Louisville & Nashville for an agreement for the joint con- 
struction and use of the road from Livingston, Ky., to 
Knoxville. 


Keokuk Northern Packet Line.—In the long pend- 
ing suit of certain stockholders against this corporation, its 
officers and agents, to restrain the defendants from deing a 
general business in boat stores, buying grain, etc., and using 
the money, property and credit of the corporation for their 
own advantege and profit, and asking for the appointment 
of a receiver, Judge Lindley, of the Circuit Court, in St. 
Louis, Oct. 25, gave a decision in favor of the plaintiffs, and 
will appoint a receiver. The Court finds that W. F. Davidson, 
P.S. Davidson, W. M. Rhodes and Messrs. Hutchinson, 
Shethar and Conrad, constituting a majority of the board of 
directors of the company, abused their trust and 
used property of the corporation for their individual 
gain, and renders judgment that they must restore some 
$35,000 of their personal profits, removes them from their 
positions as directors and officers of the company, and orders 
a new election to fill their places. The Keokuk Northern 
Line is the largest transportion company on the Upper Mis- 
sissippi and owns an extensive fleet of valuable steamers 
and barges. 


Knox & Lincoln.—The people of Bath, Me., have voted 
to authorize the City Council to settle the bonds issued in aid 
of this road provided it can be done on terms which will be 
for the interestfof the city to accept, and for that purpose 
they are authorized to issue new bonds in such forms and 
amounts as may be desirable, bearing interest at the rate of 
4 per cent. per annum, payable semi-annually, to run not 
less than 20 years and not over 40 years from date, and to 
an amount not exceeding $871,850. 


Knoxville & Cincinnati Southern.—The line of this 
proposed road is now located from Knoxville, Tenn., to the 
Cincinnati Southern at Emory Bridge. The distance is 42 
mniles; the elevation above the sea at Knoxville is 886 ft. 
and at Emory Bridge 784 ft., the highest intermediate point 
being 1,112 ft. at Black Oak Ridge, six miles from Knox- 
ville. The engineers’ estimate of the cost is under $25,000 
per mile, and efforts are to be made to raise the money at 
once, 


Lebanon Springs.—The Receiver having taken  pos- 
session of this road, or so much of it as extends from Chat- 
ham, N. Y., to the Vermont line, all trains have been with 
drawn, and the road will be abandoned for the present. 
An effort is to be made to run a train on the Vermont end 
of the road, from Bennington to the state line. 


Lehigh Coal & Navigation.—A statement published in 
Philadelphia says: ‘“‘The past month was the best 
ever known in the history of the Lehigh Coal & Navigation 
Company. There may have been one or two months just 
after the great strike in- 1875 when the gross income was 
greater, but none in which the net surplus over all charges 
was larger. The gross revenue from all sources was $254,- 
393, and the expenses for operating and fixed charges of 
every kind were only $106,732, leaving net earnings of 
$147,660 .Of this amount the railroad of the company earned 
$147,000. Up to the last of August the company was short 
$3,906 on its fixed charges, but the gain of last month leaves 
it a net surplus for the year of $143,754, which is a gain of 
fully $275,000 over the first nine months of last year. It is 
expected that October will prove quite as satisfactory to the 
stockholders, and if the remaining three months do twice as 
well as September alone the entire loss of 480,000 during 
the last two years will have been made up.” 


Louisville, New Albany & Chicago.—Notice is given 
that the new first-mortgage bonds of this company will be 
issued and delivered on and after Nov. 1 at the National 
Bank of Commerce in New York to stockholders entitled to 
receive them, upon presentation of the receipts, duly in- 
dorsed, which they now hold, 


Manitoba Southwestern.—This company has let con- 
tracts for grading 50 miles of its road from Winnipeg, 
Manitoba, westward to Rock Lake, and also for the bridge 
over the Assiniboine River. The whole length of the road 
as projected is 285 miles, but the line is not yet fully located 
beyond Rock Lake. The company has a land grant from the 
Canadian government, and is said to have placed a large 
amount of its bonds in London. 


Michigan Central.—The contract for grading, bridging 
and providing ties for the extension of the Jackson, Lansing 
& Saginaw Division from Gaylord, Mich., to Cheboygan, 4 
miles, has been let to Hendrick & McDonald, who also have 
a contract on the eestern end of the Detroit, Mackinac & 
Marquette. Work is to be begun at once, 


Midland of New Jersey.—This company has bought 
from the New York, Ontario & Western the right of way 
into Middletown, N. Y., from the Erie crossing to Main 
street, including main track, sidings, coal dump, depot build- 
ings and land. The consideration is understood to be the 
Midland’s interest in some property near Jersey City. Here- 








tofore the Midland has leased the use of the tracks and depot 
in Middletown. 


_New York, Connecticut & Eastern.—The Hartford 
Courant SAYS : “The Railroad Commissioners met in New 
Haven on Friday for the purpose of a further hearing in re- 
lation to the New York, Connecticut & Eastern Railroad 
Company, but no hearing was had, the directors having de- 
cided that none was necessary, asin case the layout was ac- 
cepted they would be unable to expend the $50,000 in actual 
construction before Oct. 30, as required by the general rail- 
road law of the state, under which they have their charter. 
Consequently the present company will go out of existence, 
to make way fur a new one, soon to be organized, and the 
managers of the present company claim that the new organi- 
zation will complete the work which has been begun. The 
Commissioners took no official action in the matter,” 


New York, Lackawanna & Western—The line of this 
proposed road from Binghamton, N.Y., to Buffalo is described 
as follows in the official documents filed in the counties 
through which itis to pass: The line runs parallel with 
the New York, Lake Erie & Western track from Bingham- 
ton to the east line of Steuben County ; thence continuing 
on in the county last mentioned in a northwesterly direction 
up the Cohocton River through the town of Corning to the 
village of Painted Post ; thence up the valley of the Cohocton 
River on the south side of the New York, Lake Eris & 
Western Railroad, through the towns of Erwin, Campbell 
and Bath to the village of Bath ; thence continuing on in 
the same course in said county through the towns of Avoca, 
Cohocton and Wayland to a point on the line of Livingston 
County ; thence in a westerly direction through the north- 
easterly corner of the town of Dansville in the county last 
mentioned to a point in said town three-fourths of a mile 
east of the village of Dansville ; thence in a westerly direc- 
tion through the towns of Sparta and Groveland in the 
county last mentioned to Shakers’ Crossing on the Dansville 
& Mt. Morris Branch of the New York, Lake Erie & 
Western ; thence crossing the track of said railroad and the 
Genesee River and continuing on in a north by westerly 
course through the towns of Leicester and York in the 
county last mentioned toa point in the county line between 
Livingston and Genesee counties, about five miles east of 
Pavilion; thence in a westerly direction through the town of 
Pavilion, crossing the Rochester & State Line Railroad at 
Pavilion Center and continuing in the same course through 
the towns of Bethany and Alexander, crossing the Attica 
branches of the New York, Lake Erie & Western Rai!road 
about two miles nurth of the village of Alexander, thence on 
the same course through the towns of Alexander and Darien 
in said county to the county line of Erie County: thence 
through the towns of Alden, Lancaster, Cheektowaga, Am- 
herst and Tonawanda iu the county last mentioned, 
crossing the Tonawanda Branch of the New York, Lake Erie 
& Western near the line of the city of Buffalo, thence con- 
tinuing on in said town of Tonawanda crossing the Niagara 
Falls Branch of the New York Central near the line of the 
city of Buffalo; thence due south about 1°, miles to the 
tracks of the International Bridge. 

This route is almost alongside of the Erie or one of its 
branches for its whole length, with probably no station more 
than three or four miles from an Erie station. 


Philadelphia & Reading.—The Receivers’ statement 
for September and the ten months of the fiscal year from 
Dec. 1 to Sept. 30 is as follows: 


September 


Gross earnings: 1880 187M. ISRO, 0. 
Railroad traffic $1,877,073 $1,197,162 $15,372,871 $10,388,665 
SOG ADD 
485,021 
82,072 


Ten months 
80 1879 








Canal traffic... 
Steam colliers.. 
Richm’d barges 


151585 105,52 
50,2590 54,711 


LO,S41 16,618 


24 665.909 
537 407 
124,000 


$11,716,140 
8,102, 102 


Total R, R. Co.$2,080,256 $1,374,013 
Coal & Tron Co... 1,836,390 78,745 





Total $3,475,646 S2.552.758 $25,652,486 S10 818 5387 
Traffic: 
Passengers car 
ried . 1,001,251 ROB 14 & 126,807 6,449,150 
Tons merehan 
dise ‘ 478,003 A25,040 4,881,454 4,707,037 


Tons coal 904,828 RIO S514 5, G90, 588 6.517, G85 
Tons coal on col 
liers. 15.856 D715 454,598 197,715 


Tons coal mined: 
By Coal & Tron 

Co 459,616 
By tenants 163,565 


tiv24) 
128,710 


5,440,406 
1,027,076 





Total 603,181 547 900 3,068,035 4,468,172 
The passenger and coal traflic for the month shows a gain, 
but general tonnage has decreased, The large gain inthe earn 
ings of both companies appears to have come quite as much 
from better prices for coal as from increase in tonnage, 


The statement of expenses is continued, and is as follows: 


September Ten months, — 
Railroad Co,; | 1880 187), ISSO, 1879. 
Gross receipts ..$2,089,256 $1,574,018 $14,535,059 $11,716,140 


Gross expenses 1,156,086 1,000,095 10,684 5° 8,704,451 


Net profit SH83,170 $5,851,627 $5,011,680 
Coal & Tron Co.: 
Gross receipts. . $1,536,200 


Gross expenses . 1,117,427 


S375 318 


$0,116,527 
8,885 50 


B97T8,745 
1,008,001 


$8,102,192 

8,075,487 
Net profit S22 18,003 $119,256 S205, 107 $873,205" 
Net profit: both 

> eee .. $1,152,138 $254,062 $4,084,824 $2,158,304 

* Loss, 

For September the Railroad Company gained 52,1 per cent, 
in gross and 150.0 per cent. in net earnings ; the Coal & 
[ron Company gained 35.9 per cent. in gross earnings, and the 
net earnings of both companies ‘increased $53.4 per cent. 
The Railroad Company for the 10 months gained 24,1 per 
cent. in gross, and 27.9 per cent. in net earnings; the Coal 
& fron Company gained 125 per cent, in gross earnings, 
while the net gain of both was 01.0 per cent. The gross ex- 
penses include rentals paid. 

The Receivers offer to pay the interest on some additional 
land mortgages of the Coal & Iron Company at reduced 
rates. Also to pay the November coupons on the Schuylkill 
Navigation Company boat and car and improvement loans, 
provided the holders will accept 5 ver cent. interest instead 
of 7. 

Mr. Thomas Wilde Powell is reported as saying in answer 
to a question as to the effect of Mr. Gowen refusing to con 
sent to a committee for reorganizing the road ; 

“Then foreclosure is the only effect that Lean see, Mr, 
towen would undoubtedly try to prevent this, as it would 
finally dispose of the road, The scheme proposed to pay half 
of the July coupons in cash, and then stamp them half paid, 
has not been accepted by the London holders, | am awaiting 
their answer. To accede to this proposition would very much 
interfere with proceedings in foreclosure, and under those 
circumstances it is not probable that the scheme will be ac 
cepted.” 

Relative to the Harris report on the value of the coal 
lands, he partially admitted that they cost twice as much as 
their value is now estimated, and said it was an expenditure 
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of $70,000,000 to protect $40,000,000. The capital stock, 
he thought, had been rather worsted in the encounter. 


Northern Pacific.—Regular trains have been put on the 
Missouri Division and now run to the new terminus at the 
Little Missouri. The stations, with distances from Mandan, 
the starting point on the west side of the Missouri opposite | 
Bismarck, are; Marmot, 8%4 miles: Sweetbriar, 16; Spur, | 
241/; Blue Grass, 2014; Bly’s Mine, 35; Curlew, 45%; Kurtz, 


52%; Bagle’s Nest, 634: Knife River, 714; Young Man’s 
Butte, 79!,: Antelope, 9044; Green River, 9814; Pleasant 


Valléy, 109!5; South Heart, 120%; Houston, 130; Fogarty 
186; Sully’s Springs, 142; Little Missouri Station, 152 miles. 
Pennsylvania.—This company’s statement for Septem- 


ber shows for all lines east of Pittsburgh and Hrie, as com- 
pared with September of last vear ; 


An increase in gross earnit of (0.3 per cent.).. ........ S51LLG1IS 
An increase in expenses of (24.4 per cent.,).. ds aavices Eee 
Net decrease (7,3 per cent.)...... ee. oa 5 otis $115,729 


For the nine months ending Sept. 80, as compared with 
the corresponding period in 1879, the same lines show: , 
An increase in gross earnings of (23.4 per cent.).......$5,738,404 
Aun increase in expenses of (20.3 per cent.) ... .......+. 3,005,207 

Net increase (28.2 per Cent.)........ cece eeee eccrine $7,733, 197 

The month’s expenses include large payments for renewals 
and improvements of property, 

All lines west of Pittsburgh and Erie for the nine months 
of this year show a surplus over all liabilities of %2,086,281, 
being a gain of $1,977,397 over the corresponding period in 
1879). 

The company has given notice t'iat if 1s ready to adjust 
all reasonable and legitimate claims for damages arising 
from the recent collision of passenger trains at Pittsburgh. 

The Philadelphia Nort American says: ‘During the 
current year track room for 575 cars has been added at 
Greenwich, and 280 cars at the old Navy-yard, a total of 
855 cars, increasing the track capacity to 4,170 cars. The 
lineal feet of berth room for vessels has been increased by 
1,200 feet at Greenwich and 1,920 feet at the old Navy- 
vurd, a total of 8,120 feet, naing Se aggregate up to 
21,175 feet. The track capacity on the piers has been in- 
creased 130 cars at Greenwich and 70 cars at the old Navy- 
yard, a total of 200 cars, bringing the aggregate capacity up 
to 8SU4 cars. 

‘*The Pennsylvania’s capacity for handling freight in this 
city last year was 1,990 cars, and the daily average 1,192 ; 
there has been an increase this year to 2,155 cars daily 
maximum capacity, and 1,880 cars the daily average 
handled. ‘This is an increase of 165 cars maximum capa- 
city, and of 188 cars handled daily. There has, besides, 
been an inerease of about 100 cars daily capacity in hand- 
ling grain by introducing a series of pba a chutes con- 
nected with the coal piers. at Greenwich, and this, aided by 
the electric light at night,.can be increased in capacity about 
7Ocars more. The introduction of the electric light will also 
increase the handling capacity of coal over the Greenwich 
piers by 100 to 120 cars per day.” 


Pittsburgh Local.—Tbis company and ancther, known 
as the Pittsburgh & Allegheny River, have petitioned the 
Pittsburgh City Council for authority to build their proposed 
lines in the city, to cross certain streets at grade and to use 
portions of other streets. The object of both companies is 
the same, to build freight tracks to connect a large number 
of mills and factories in Pittsburgh with the existing rail- 
roads, 


Providence & Worcester.—Grading has been begun 
for a second track on this road between Farnumsville, Mass., 
and Whitinsville, seven miles. In connection with this work 
e new location is to be made at Northbridge, to avoid the 
curves now in the track at that point, 


Savannah, Kiorida & Western.—Work is progress- 
ing rapidly on this company’s new Florida line. The grad- 
ing is about finished on the 34 miles from the main line at 
Waycross, Ga,, to the St. Mary’s River, and it is well 
advanced on the 87 miles thence to Jacksonville, Fla. The 
intention is to have the line open in January, and the com- 
pany has already ordered two heavy passenger engines and 
an equipment of new cars for the fast trains which it 
expects to run between Savaanah and Jacksonville during 
the season of Florida travel. 





St. Louis & San Francisco.—This company’s Arkan- 
sas Branch is now completed from the junction with the main 
line near Peirce City, Mo., southward to Washburn in Barry 
County, about 26 iniles. Work is progressing steadily on 
the 45 miles from Washburn to Fayetteville, Ark. 

The company is making large additions to its shops in 
S>ringfleld, Mo., to meet the necessities of its increased length 
of road, 


St. Paul, Minneapolis & Manitoba.—The United 
States Circuit Court has refused to grant an injunction to 
prevent this compan Sees building a bridge over Red River 
on its Barnesville & Moorhead Branch. The Court held that 
it had no authority to prevent the construction of the bridge 
merely upon the representation of the Northern Pacitic that 
it would cut off trade upon the river from the Northern Pa- 
cific. Lf the bridge is built without legislative authority, or 
in defiance of legislative charters, that is a matter for the 
state courts. If it shall hereafter be roved to be a nuisance 
or an obstruction to navigation, the Federal court will inter- 
fere, but not otherwise. Accordingly the coastruction of the 
bridge will proceed, 


Securities on the New York Stock Exchange.— 
The following securities have been placed on the jists at the 
New York Stock Exchange : 

Gulveston, Harrisburg & San Antonio, generai second- 
mortgage bonds, $1,000,000 ; La Grange Tap first-mortgage 
bonds, £800,060, 

Vissouri Pacific, new consolidated stock, $12,419,000. 

New York, Lake Brie d& Western, old fourth mortgage 
bonds extended, $2,937,000. 

Ohio Central, first-mortgage terminal trust bonds, $600,- 
000 ; these bonds are secured on docks and other terminal 
property in Toledo and Columbus. 


Tehuantepec.—The annual meeting of this company 
was held last week in Pittsfield, Mass., when it was stated 
that the entire line of 150 miles across the Isthmus of Te- 
huantepec from the Pacific Ocean to the Gulf of Mexico had 
been located. ‘Ine road was graded for 30 miles trom tbe 
mouth ne the Coatzacoalecos River, and 10 miles of track had 
been laid. 


Toronto, Grey & Bruce.—Toronto dispatches state that 
an agreement has finally been concluded for a lease of this 
road to the Grand Trunk for a fixed percentage of the gross 
receipts. It is estimated that the rental will probably be 
sufficient to pay 3 per cent. yearly on the bonds. The nego- 
tiations with the Grand Trunk have been in progress for some 
time. 


. 
Toledo, Delphos & Burlington.—This company has 
made arrangements to use about a mile anda half of the Cin- 
cinnati, Wabash & Michigan track through the town of 
Marion, Ind., laying a third rail to suit the gauge of its road, 
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Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 
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Allegheny Valley, River Division*.... 130 45 77,600 2,217 
BT MEER TE, oc ccccescrsosccces 120) 18 28,641 
Central Pacific, Western Div.+........ 200 75,057 2.502) ¢ 
Northern & San Pablo Div.+....... 104, 28 66,703 2,382 
9 2ST FL 26,106 2,176 ¢ 
IER, 205s ot aed catseacxages 170) 12 28,150 2,346 





Los Angeles, San Diego, Yuma & 






















Lake Shore & Michigan Southern 








SPE ~ ‘ 17 387 2,71 
.. C., & St. L. Div.* A 242 101 ZG ¢t 

St. Joseph & Des Moines =" 3 1,733 ¢ 
Savannah, Florida & Western,..... 350) 24 ‘ 
Toledo, Peoria & Warsaw 2 237; 46 
West Jerseys. 128) 26 2,222 

Half-yeur ening Jive OO y 
Cleve., Col., Cin. & Ind r 172 = Jv7 
Mo., Kansas & Texasts ee 705) 8b 20,716 38.7 
St. Louls & San Franciscot............)....|..-. TO BIT.......000 33.5 


* Yive empty cars rated as three loaded oues 

+Switching engines allowed 6 miles per hour; helping engines, 
actual distance run, 

¢ Switching engines allowed 6 miles per hour. 

§ Fuel not estimated, 

i Two empty cars rated as one loaded one. 

{ Switching and work-train engines allowed 6 miles per hour. 


Toledo & Ann Arbor.—The Toledo, Ann Arbor & 
Northeastern has been consolidated with this company and 
the necessary certificates filed. The company was organized 
tor the — te of building an extension of the Toledo & Ann 
Arbor road. 


Vermont & Canada.—At the annual meeting, Oct. 21, 
the stockholders voted to instruct the board of directors to 
abandon for the present the effort to recover arrears of 
rent, and to institute proceedings to recover possession of 
the road. 


Corning to Council Bluffs, It is to connect with the Mis- 
souri, fowa & Nebraska road. 


Wabash. St. Louis & Pacitic.—In announcing the 
opening of this company’s lines from Chicago to St. Louis 
and Kansas City, General Ticket Agent George H. Daniels 
issues the following circular to local agents: 

“Tris company has perfected arrangements for the use 
of that portion of the Missouri, Kansas & Texcs Railway be- 
tween MoLerly and Hannibal, by virtue of which Wabash, 
St. Louis & Pacific local tickets may be issued from any 
point west of Moberly to any point east of Hannibal, or vice 
versa, to which rate has been furnished; but this rule must 
in no way apply to Moberly from the east, or to Hannibal 
from the West, or to points intermediate, as only coupon 


the east, and yoints intermediate as heretofore. It has also 


LaFavette Junction so that Wabash, St. Louis & Pacific 
local tickets may be sold from any point west of Sheldon to 
any point east of LaFayette Junction, or vice versa, but not 


tion from the west, or to any point intermediate. 
‘*T am glad to announce the acquisition by this company 


Nebraska railways, which will hereafter be operated as the 
Peoria & Iowa Division. * * * 
** Please write or telegraph me upon any matters relating 


as I wish to be fully advised at all times regarding our own 
business, as well as whatever our competitors may be doing 

‘* When asked for a rate to » point to which no rate is 
quoted in your tariff, write or telegraph me at oncefor the 
rate, and it will be sent you immediately. 

“We are anxious to foster and build up the local pas- 
sepger business, and will be glad to afford you every facility 
in our power to stimulate local travel. I sh 












Wilmington Divs.+........ 7) 41 12%,641 %, 2y.17 
California Pacific Div.+....... 17 10 ‘ 2, D ..-s005 24.5) 
Stockton & Copperopolist... 49 4 1 83.04) 26, 45 
Sacramento DIV.4.....ceeeeeee 119, 4) 2,385!...+06 28.04 20 44 
Oregon Div.+ : 1F1 8 i 52.8 °) § 18.20 
Truckee Div.*... eee 205 26 2,305 32.42 36.59 88.18 
Humboldt Div.t.....-.6.6+5. 200 17 8,019 41.36 157.08 8.69 
salt Lake Div.t ....... » sessscsceess 219; 2% FACT 2,693 33.18 ....... 4.35 

Chicago & Eastern Ill, Main Lineé....| 159) 40 63,987 soosees| B00) 06 8!. 
erre Haute Div.¢..... Supvenenss 66 22,000)... 600222.) BETH) wr .00e 71 
Cin., LaFayette & Chicagct... o* 75 10 3,762 35.64 .. 23). 
Cleve., Col, Cin. & Ind stecneens 472 ey? |: Eee 13 
Cleveland & Pittsburgh*............++ 227, 84 1,075, 50.81... . |2 2€ 

Cleveland, Tus. Valley & Wheeling..| 159) 17 3,098 36.06 ...... ‘ 


ts canden PPI TITTITETT TTT 80 (85 ZHD) .wcrcctccccres 25.06 ; 7.61 
Erie & Pittaburgh®........ccecsces. sevve Gn 28 1,068 46.47 ....... 17,14 15 16.09 
Grand Rapids & Indiana........ »+++| $82) 40 3,088 45.19 82.11) 174 8.2 2 18.46 
Green Bay & Minnesota) ne duenen - /240) UD 2,468) 51.20 40.60) 28.27)......)..-00. 2.70| 5.83 3.8 
Houston & Texas Centralf.... ......./554) 68 2,725 45.20 36.50) 27.10)...... S auepe 5.80) 6.84 7 
Mlinols Central, Chicago Div.|.... 365 92 47.05... 17.4! 16) 4.05 7 

Middle Div | 7 . . i +] 767 50.01 ‘ 2.7 4 
North Dty.|.... 845| 56 34.28 . 4.34 5s 
Springfield | 12 3.49 66 
Iowa Div.) i6 627 1681 
Jeffersonville, Madison & lnd*,,. .....) 22%, 42 5.16 16.28 
Kan. City, St. Jo. & Council Bluffs*..) 917) 38 b.10 16.51 


Wabash, Corning & Council Bluffs.—This company | 
has been organized to build a line from Lennox, Ia., through | 


tickets will be sold to Hannibal from the west, Moberly from | 


been arranged to use that portion of the Cincinnati, Indian- | 
apolis, St. Louis & Chicago Railroad between Sheldon and | 


to Sheldon from the east, or LaFayette or LaFayette Junc- | 


of the Toledo, Peoria & Warsaw, and the Missouri, Iowa & | 


to the ticket business which you may consider of importance, | 


all be pleased to | transfe 
receive suggestions from you at any time in regard to the ’ office,” 
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14.30) 1.071 
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Buffalo Div.4.. ‘ 84 2,150 30.32 66.0) 2 3.24) 6.88 0.29 2.60 5.66 
Erle Div.$.....ses00- Foaveesends ee 117 2,201) 36.5 ).....005 8.98) 6.490 0.26) ..... . 2.27, 5.43 
Toledo Div.t.........+++ we, aril ig’ 2,140 28.70 68.35 3.61) 9.17) 0.34)....... 5.911 19.05) 2.67) 4.08 
Mich Southern Div.¢.. ee 207 2.114 41.18 50.73) 2% 3.4) ZA): 0.27 598) 17.41) 3.10) 4.63 
Little Rock, Miss. River & Texas.....),..j.0.0| _ DASB ccrveccvccioe ove 61.00 1.62) 3.11 0.53 9] 16,33)......| 9.C0 
Louisville & Nashville, First Div.4++..\ 470) 62 7 1 3.97) 6.46) 0.28 1 li 
Second Div.++........ esesceccecet SUG Ge Lo 5.66 0.23 
Memphis Div.+' - 13), 16 1.70) 5.40) O38 
Nash. & Decatur Div.++........ -» | 122) 2 6.68) 5.57) 0.23 
South & North Alabamat+ : . 184) 34 §.24) 5.0 0.28 
Evansville. Hen. & Nash. Div. + 135 28 5.31, 3.65 0.28 
Mobile & Montgomery t+ ‘ jad «(19 6.45 5.04 0.40 
St. Louis Div.+ 27 «4 4.41 $24) 0.26 
New Orleane Div.+| 141 Hi} 1.62) 5.42) OF 5 
Marquette, Houghton & Ontonagon,. ss i 1.43, 41.20, 0.40 
Missourtl, Kansas & Texastt... 7 ME 4.46 4.54) 0.42 
N. Y., Penn. & Ohio, ist and 2d Div 29% KU 1.21 81 0.48 
Third and fourth Divs... 107 «WY £.52) 6.2% 0.47). 
Mahoning Div wH 4 $.58| 4.29) 0.88 
Northern Central, Kimira & Can. Di 
visions. ° +1147. 7 , 533 o2sbe0 
Pennsylvania, New York Div.ss ‘ M11 6.30) 10.10) O80 celeosees, 17.20) 3.60) 3.52 
Amboy Div.$§ eehee 43) 5.10) 6.80) O56) ......).... 12.40} 3.60 3.52 
Belvidere Div.ss§ ’ : 6 0.60 11.00! 3.60 3.48 
Philadelphia Div %§ 1438 0.60 17.460; 140 2.80 
Middle Div .5§.. > ° 100 Do cscesleobene 18.99 140 2 RO 
Pittsburgh Div. hae Lsu aa oe 18.39) 1.40, 2.80 
fyrone Div.%... $3 5 i, 
West Penn, Div.s 2°") $0,222, 1,966 42.22).......! 37.04!...... ¥ 
Lewistown Div.s§ : 9} 1, 
Bedford Div.46 ; ’ : ) 
Frederick Div .§... 10 t 3. 
Pittsburgh, Va. & Char'eston Div. 2 bhebae 0.40) 6.40, 140; 290 
Pitts., Ft. Wayne & Chi , Wast. Div... s71 1h2 7.49) 0.876 0.47) 1.6% 6.40°15.58! L65 1.65 
Western Div.* on) LIK 24.70) 0.810 (54 5 6.22'16.98) 1.61 1.61 


1) 16.66! 0.88% 





O44 6.05) 18.20) 2.10 1,50 

222.25) 0.700 OSD 0.96 17.85) 0.82 2.50 

oeawaleoenen 0.35), 4.70 10.60) 2.95 2.50 

or Rae "RS 6.'75| 12.67|...... 1.70 

18.36)..... 0.32)...++ 6.30 13.15) 1.30 2.5% 

0£0 11.50 00 342 

ai 26.0". sfevesse] 2.70) 6.96 0.50 | Se ee 
7. 24.09 16.60) 1.059) 3.72) 487 0.41) 0.65 6.20) 15.04)......)..... 
0 10.00}... } 3.77; 5.70 OAS --» 5.08 15.58 1.93 1.97 


Three empty cars rated as two loaded ones. 

‘+ Switching engines allowed 6 miles per hour; five 
rated as three loaded ones, ‘ 

++ Switching engines allowed 6, work-train 8 miles per hour. 

§§ Engineers’, filremen’s and wipers’ wages not included in cost. 

The ton of coal is 2,000 Ibs., unless otherwise noted; 25 bushels 
counted to the ton. 7 


empty cars 


wants of the people of your section, and will endeavor to 
meet them if consistent with our rules. 

‘“* The policy of the company is to grant reasonable re- 
ductions to fairs, religious and_ political gatherings of im- 
portance, andinevery possible way to encourage travel 
between local stations. Your correspondence will at all 
times have prompt attention.” 

From Oct. 1 the company sells thousand-mile tickets good 
over any of its lines, at $25. These tickets are to be used by 
one person only, who must be named on the ticket, and are 
good for one year from the date of issue. 

Walton.—A correspondent sends us the following in 
relation to this road : 

“The Georgia Railroad Company is furnishing the iron 
and cross ties to the Walton Railroad, who are engaged in 
building a branch line from Social Circle, on the Georgia 
road, to Monroe, in Walton County, Ga. Eight miles are 
completed—the total length of the branch will be 10 miles. 
The Georgia Kailroad will furnish the engines and cars to 
be needed in running the Walton Railroad. and will take 
the bonds of the Walton Railroad for the cost of the iron 
and cross ties, 

“Col. D. H. Walker is President of the Walton Railroad 
and is also a stockholder in the Georgia Railroad and 
heartily in accord with Col. Charles H. Phinizy, the Presi- 
dent of the latter company.” 

Wisconsin Valley. — The following circular, signed 
by Mr. Charles Merriam, is issued from the office of this com 
pany, No. 26 Sears Building, Boston, Oct. 20: “ Pursuant to 
a vote of this corporation passed on the 19th of October 
1880, the roid and property of this company has been 
transferred to the Chicago, Milwaukee & St. Paul Rail 
way Company. By terms of the contract of transfer, stock- 
holders who shall, on or before the 18th day of November 
next, cause the transfer of their shares to said Chicago 
Milwaukee & St. Paul Railway Company, through the un. 
dersigred or ctherwise, shall receive in full payment there- 
| for 85 per cent. of the par value of hissaid shares of preferred 

stock, and 70 per cent. of the par value of his said shares cf 
common stock, in the 6 per cent. mortgage bonds of said 
railway company, secured by a mortgage upon the property 
thus sold and conveyed to said railway company; and fur- 
ther, that said railway company shall agree to deliver and 
| Shall deliver to each shareholder of this company who shall 
| after the 18th day of November neat, at any time, transfer 
his shares to said railway company, 80 per cent, in cash, and 
| not in bonds, of the par value of his said shares of preferred 
| stock, and 65 per cent. in cash, and not in bonds, of the par 
| value of his said shares of common stock. : 
‘The undersigned is prepared to receive and make such 
rs upon the surrender of the stock certificates at this 
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